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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
owing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 


NOTICE TO SUBSCRIBERS 
Consequent on the paper rationing, new subscribers cannot be 
accepted until further notice. Any applications will be put on 
a waiting list and will be dealt with in rotation in replacement 
of subscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE” OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 





TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
vesearch, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Full Employment and Financial Policy 


HE National Executive Committee of the Labour Party has 
issued a report under the above heading for consideration at 
the next annual conference of the Party. It alleges that the blame 
for unemployment rests much more with finance than industry: 
that mass unemployment is never the fault of the workers and 
often not the fault of the employers. It therefore urges that the 
Bank of England shall come under the direct control of the 
Treasury; and that new capital issues and exports of capital 
should continue to be strictly controlled. It claims that the key 
to the maintenance of full employment is the maintenance of 
the purchasing power of the community and urges the continu- 
ance of full control post-war. New industries should be directed 
to development areas and the pre-war drift from the older 
industrial areas reversed. No comment is made on the obvious 
corollary that such a plan means equally the continued direction 
of labour. A vast and sustained housing programme, a national 
development plan and to aid this, a national investment board, 
together with an international dgvelopment board to promote 
the development of the backward areas of the world are sug- 
gested. The report also proposes the planning of imports and 
exports and control of foreign exchanges, and the continued 
bulk purchase, through State agencies, of foodstuffs and raw 
materials. Finally, the view is expressed that British exports 
must be increased by at least 50 per cent. so as to secure the 
necessary food and raw material; this must be accomplished by 
widening the range of the commodities for export and maintain- 
ing the machinery for allocating materials and markets which 
has been built up during the war. 


Sas ow 
British-Owned Argentine Railways’ Position 


It is expected that a statement will be issued shortly by the 
mission of directors of the British-owned railways in the Afgen- 
tine which recently visited that country to discuss with Govern- 
ment representatives the difficulties of the railways. When Sir 
Montague Eddy, Lord Forres and Mr. H. C. Drayton, who 
comprised the mission, returned to this country some three 
months ago, it was expected that they would be returning to the 
Argentine about the middle of this year. Since their return, 
there has been considerable conjecture both in this country and 
in Argentina as to the course taken by the talks with the authori- 
ties in Buenos Aires, although it is not assumed, of course, that 
any final agreement was reached. It is understood that the 
mission has now prepared a statement which will be issued shortly 
to the stockholders of the railway companies concerned, and that 
this will deal broadly with the negotiations carried on in Argen- 
tina. Among the many matters to which the railways attach 
great importance, and on which it is hoped to secure adjust- 
ments, are renewals, freights, passenger fares and exchange rates. 


Railway Questions by Indian Politicians 


It has become a habit to condemn State Railways in any 
country because they are worked by a Government. In some 
cases this condemnation may be amply justified, but it is more 
often the results of State ownership rather than State manage- 
ment and general operation that are at fault. Many lines worked 
by Government agency compare favourably with neighbouring 
company-operated undertakings. One of the major drawbacks of 
Government ownership and control at the highest level—of both 
State and company-worked systems—is clearly illustrated in 
India, where, of a total of 1,063 questions asked in the two 
Houses of Legislature in a recent year, as many as 317 were on 
railway subjects, or almost exactly 30 per cent. The average was 
thus more than one question every weekday throughout the year. 
Consider the waste of time of technical, clerical, and sometimes 
legal staff required to prepare answers to these questions, the 
time of executive officers, office staffs, personal assistants, heads 
of departments, and general managers of individual railways, the 
time of superintendents, assistant secretaries, the Secretary and 
Members of the Railway Board, not to mention that of the Chief 
Commissioner of Railways and of the Railway Member in the 
Houses. The correspondence, delving into files, and writing of 
office notes for the guidance of the Member all take considerable 
time, and it would be interesting to know the cost based on man- 
hours—some of the salaries involved being remarkably high—of 
answering these 317 questions, mostly trivial and often personal, 
and very few with practical national significance. 


Permanent Way Institution Diamond Jubilee 


Although from the beginning the Diamond Jubilee Committee 
of the Permanent Way Institution realised that war conditions 
would not permit of any other than austerity celebrations, its 
deliberations have been influenced from time to time during the 
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past six months by the changing war situation, and it is only 
now, within a fortnight of the event, that details have been 
made available; they are set out in a news article, page 653. 
Particular care has been taken to avoid all unnecessary travel, 
and the main public commemoration of the Diamond Jubilee 
takes the form of a series of exhibitions of photographs, per- 
manent way machines, relics, and so forth, to be held at 
various centres in both London and the provinces, beginning at 
Paddington on June 30 On the same day, a visit to the 
Sleeper & Creosoting Depot of the G.W.R. at Hayes has been 
arranged, through the kindness of Mr. A. S. Quartermaine, Chief 
Engineer, G.W.R. On July 1, the day of the annual summer 
general meeting of the Permanent Way Institution, certificates 
of Life Membership are to be conferred on 60 members, com- 
memorating the Diamond Jubilee, and presentations are also to 
made to Mr. H. Janes, the Hon. Secretary, and Mr. F. 
Lawson, the Hon. Treasurer. Of particular interest is the produc- 
tion of a Diamond Jubilee Souvenir Booklet, containing articles, 
by chief civil engineers of British railways and other permanent 
way authorities, on modern practice both at home and abroad. 


tools, 


be 


sas om 
A Permanent Way Manual 
Although the literature relating to most aspects of railway 
equipment, operation, and maintenance, is fairly extensive, it 
is surprising how little attention has been paid to permanent 


way. So far as concerns British permanent way, not since 
Allen’s ‘*‘ Modern British Permanent Way’”’ of 1916 and 
Hepworth & Lee’s ‘‘ Railway Permanent Way’’ of 1922 has 


a comprehensive way with 
The former of these books concentrated 
and 


anything been published dealing in 
this important aspect. 
the 


on manufacture design of track materials and com- 
ponents, and the latter on dimensional theory and practice in 
layout work, so that neither was a complete survey of the 
permanent way field. For some years past the Permanent Way 
Institution has been concerned as to this lack of instructional 
material, and doubly so since the establishment of its diploma, 
which is attainable only by examination. A panel of well- 
qualified writers was therefore. got together to compile 1 
new handbook on British permanent way, entitled ‘‘ British 
Railway Track Design, Construction, and Maintenance,’’ which 
is reviewed on p. 639, and is likely to become the future text- 


book on the subject; the work is also of interest as being in all 
probability the first to be prepared under the direct auspices of 
a technical institution for the instruction of its members. The 
design of track components, the problems of maintenance, and 
the theeory and practice of modern layout are fully covered; 
if there is any lack, as our review indicates, it is in the descrip- 
tion of the materials used, and in particular of the characteristics 
of the steel rail. Nevertheless, an excellent beginning has been 
made, for which the Permanent Way Institution deserves sincere 
congratulation. 
esac au 


Overseas Railway Traffics 


Prices of securities of British-owned railways in Argentina have 


recently shown some activity both in a downward and upward 


direction, but there has been on the whole an improvement 
which has shown itself in all classes of stocks, ordinary, prefer- 
ence and debentures. Traffics in the 49th and 50th weeks of thx 


financial year which is drawing so near to its close have been 
generally good. Increases shown in the fortnight have been 
£60,456 on the Central Argentine, £31,200 on the Buenos Ayres 
& Pacific, £26,280 on the Buenos Ayres Great Southern, £24,300 


on the Buenos Ayres Western, £2,886 on the Argentine North 
Eastern, and £822 on the Entre Rios. Antofagasta receipts are 
up £20,240 in the period from January 1 to June 11, 1944. 
Brazilian railway traffics still continue to show remarkable 


expansion; the Great Western with a total increase of £142,600, 
and the Leopoldina with one of £302,544, aided by advances in 
tariffs, but rising costs have always to be reckoned with. 


No.of Weekly Inc. or Aggregate inc. or 
week traffics dec. traffic dec 
é 
Buenos Ayres & Pacific* ... 50th 99,600 43,500 5,387,160 422,280 
Buenos Ayres Great Southern* 50th 154,200 15,960 87490,320 734,820 
Buenos Ayres Western* .. 50th 58,020 + 7,680 2,815,980 121 680 
Central Argentine* 50th 151,140 34,350 7,606,464 + 1,067,528 
Canadian Pacific oe aard 1,155,600 88,000 26,739,200 +3,365,000 
* Pesos converted at 16% to £ 

Nitrate Railways’ traffics for the 22 weeks to May 31, 1944, 


amount to £81,870, an increase of £19,831. 


ae 
Air-Conditioning Risks 


A good deal of concern was aroused recently in the United 
States by the fact that a number of passengers travelling from 
Washington to Florida in an air-conditioned Pullman sleeper, 
on the morning of April 2, were overcome by fumes. Speculation 
has centred in the possibility of poisoning by gas, developed in 
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course of the refrigeration of the air, having been responsible, 
but this is now proved to have been impossible. Two types 
of refrigeration are used in Pullman air-conditioning; one is 
mechanical compression and the other, in use in the Pullman car 
De Witt in which the trouble occurred, is simply derived from 
ice charged into the plant, and uses no gas whatever. The fume- 
production has been traced to a filter-pad, which is used to 
screen dust and other foreign matter in the outside air from 
being sucked into the air-conditioning system. The pad is oiled, 
and from a cause at present unexplained, the filter pad in the 
De Witt became ignited, with the result that the blower fans 
rapidly spread the fumes from the burning filter throughout the 
car. Since air-conditioning was first introduced, no similar case 
of the ignition of a filter pad has been known, and the matter 
is still under close investigation. It is satisfactory to learn, 
however, that carbon monoxide or other gas poisoning was in no 
way responsible, and that any likelihood of a recurrence is very 
remote. 
aac au 


American Railways in Receivership 


At the end of last year, 85 railway companies in the U.S.A., 
operating together 65,176 route-miles, were in the hands of 
receivers or trustees. A number of receiverships succeeded the 
business depression of 1929 and later years; others were of earlier 
date. Many of the companies concerned are quite small, but 30 
are Class | railways, operating 63,757 miles between them. Of 
these the principal are the Missouri Pacific, with the Internationa] 
Great Northern and 24 smaller subsidiaries; Chicago, Milwaukee, 
St. Paul & Pacific; Chicago, Rock Island & Pacific, with eight 
subsidiaries; Chicago & North Western; Alton; Central of Georgia; 
Florida East Coast; Minneapolis, St. Paul & Sault Ste. Marie; 


New York, New Haven & Hartford; St. Louis San Francisco; 
Seaboard Air Line; and Western Pacific. vuring 1943 two 


Class I railways, the Ann Arbor, and the Minneapolis & St. Louis 
our March 31 issue), emerged from receivership. Many 
reorganisation schemes for the major lines mentioned were before 
the Interstate Commerce Commission and the courts during 1943, 
and in a number of cases substantial progress towards approval 
by the creditors was made; but extensive litigation is holding up 
many of the plans. 


(see 


aac uu 
Transport Co-operation versus Nationalisation 


For many years it has been the policy of the Ribble Motor 


Services Limited to co-operate with both municipal and 
company-operated passenger road transport undertakings, and 
with the London Midland & Scottish Railway Company, to 


provide the public with every form of joint through and inter- 
connecting service; a policy in which the company was 
encouraged and supported by the late Regional Transport Com 
missioner, Sir William Chamberlain. Referring to this at the 
annual general meeting of the company, on June 21, Mr. J. S 
Wills, the Chairman, said it seemed to him that development 
of the voluntary co-ordination of the services operated by 
municipal and company undertakings, subject to the general 
supervision of the Traffic Commissioners, and an extension, 
wherever possible, of road/rail facilities, provided the best 
possible framework for the post-war development of passenger 
road services. It would be remembered that the Traffic Com- 


missioner¢ had the responsibility of seeing that fares charged 
were not unreasonable, for licensing services, for certifying 
vehicles, for controlling timetables, and for licensing drivers 
and conductors, so that there already existed all necessary 


safeguards of the public interest. He had not yet met anyone 
who was able to specify any benefit which would accrue as a 
result of nationalising passenger road transport. 


sas a 
Automatic Signalling in Canada 


As would readily be supposed, railway working in Canada has 
long been conducted on methods so much like those which have 
grown up gradually in the U.S.A. as to be practically indis- 
tinguishable therefrom. Some lines operated in both countries 
and the conditions were so similar on both sides of the frontier 
that to follow the same principles and practices seemed the 
natural course to pursue. The Canadian lines adopted, we 
believe with no material modification, the American Standard 
Code rules and, although in early years a certain amount of 
signalling equipment at the few large stations then in being was 
of British design, it did not spread further. For a long period 
there was no signalling, as ordinarily understood here, outside 
these stations, but, as in the U.S.A., automatic signalling was 
introduced and, using well-tried American designs, spread 
gradually. In due course all the best practices in automatic and 
power signalling, as advocated in the U.S.A., found application 
in the Dominion, with excellent results. The largest installation 
of automatic signals built in the American Continent for some 
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years has been made since the war began, between Chapleau and 
schreiber, on the C.P.R., and from the brief details given at 
sage 652, it will be seen that the work is of a type much used 
in recent years across the Atlantic. The section is 250 miles 
ong and carries important war traffics. 


Signalling on the Metropolitan Line 
The greater extent of the District and tube lines in the 
London area has tended to remove attention from the work 
ione on the old and formerly separate Metropolitan Line, where 
similar engineering problems were encountered but dealt with at 
times somewhat differently. This applied to signalling practice, 
or whereas in the early days the District adopted Sykes’s lock- 
nd-block, the Metropolitan preferred the arrangement added 
to his block telegraph instruments by Spagnoletti, who had 
supplied them to both lines at their opening. When automatic 
signalling was considered, the Metropolitan tried an intermittent 
ontact treadle-and-bar system on part of the Inner Circle, but 
iter adopted the polarised d.c. track circuits applied on the 
lectrification of the District. It preferred all-electric power 
vorking, however, and developed that system with both motor 
semaphores and then light signals to a high degree of adapt- 
ibility and efficiency. Eventually, the a.c. track circuit super- 
seded the d.c. The Metropolitan had several devices peculiar to 
itself and installed remote control by C.T.C. on its Stanmore 
ine. Under the immediate guidance of Mr. A. E. Tattersall, the 
late Mr. W. Challis, and Mr. R. Falshaw Morkill, the Metro- 
politan made its own important contribution to those develop- 
ments that have built up the London Transport signalling to its 
resent advanced state 
ooo 


The Belgian Arrow-Head Distant Signal 

In the Indian Quarterly Technical Bulletin for January, 1944, 
Mr. H. E. Cox, Deputy Chief Engineer (Signals), G.I.P.R. 
n the course of an interesting article on Central European signa] 
ispects, refers to the origin of the arrow-head distant arm in 
Belgium. As this is older than he assumes and the Belgian 
signalling has attracted considerable attention, a note on the 
matter may be useful. Originally the distant signals in Belgium 


were in reality outers, being square red discs demanding an 
ibsolute stop, the working thus resembling the Indian class 
at: ig The home signals were lower quadrant semaphores, 


ranged one above the other at junctions, on the old English 
system, with the result that the arm for the direct route varied 
n position according to the layout in each case. To assist 
drivers of expresses to pick out the high-speed signals their 
irms were later fishtailed, on the principle of the ‘‘ emphasised 
im,’’ known in America at that date. About 1907, the Signal 
Engineer, M. Weissenbruch, persuaded the management to adopt 
the upper-quadrant arm generally—it had been put in here and 
there somewhat earlier—and replace the outers by true distant 
signals, with yellow arms and lights. The fishtailed arm being 
n use as an ‘‘ emphasised ’’ home arm, the new signals were 
given arrow-heads. When 3-position semaphores appeared in 
1919, M. Weissenbruch added a ball at the end of the stop 
irm and in the middle of the distant on all 2-position signals, as 
1 temporary distinction. 


sao 

Fireless Locomotives 
For special conditions, such as absolute safety from the 
azards of fire, working without smoke or noise, and freedom 


from breakdown due to the simplicity. of its construction, the 
locomotive has much to commend it. In modern 
examples a large cylindrical container, very thoroughly insu- 
ited, is mounted above a locomotive chassis, usually with the 
0-4-0 or 0-6-0 wheel arrangement. The container is filled, to the 
extent of 80 per cent. or more of its internal capacity, with hot 
water, and the remainder of its space with steam. If, say, the 
charging pressure be 165 lb. per sq. in., the temperature of the 
water is 373° F., and as the steam is drawn off and used in 
the cylinders, some of the water flashes back into steam, 
that steam is continuously available until some 10 per cent. of 
the water in the container has evaporated. By this time the 
‘ressure of the steam and temperature of the water have 
lropped to such an extent that re-charging of the container is 
necessary. In the course of charging the process in the con- 
iner is reversed, for the charging steam condenses, and gives 
ip part of its latent heat to the water, replacing the water 
that has previously been drawn off as steam. The latest H. K. 
Porter models in the United States are of a geared type, with 
piston-valves, and comparative tests have shown that with the 
steady torque so obtained, the geared model performs 35 per 
cent. more work on a single charge than previous types. Con- 
stant re-charging from a stationary boiler is the chief dis- 
idvantage, but this is largely offset by the low maintenance costs 
so simple a machine as this. 


fireless 


so 
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for Nationalisation of All 
Transport 
* PHE Labour Party takes the view that transport is a 
national it is literally the lines on which the 
economic system must run. Transport charges enter into the 
price of every commodity and they vitally affect the standard 
of life of our people. rhe nation cannot afford to allow 
as transport to become a private monopoly. A 


Labour’s Plan 


service : 


sO 
vital a service 
unified and co-ordinated system under State ownership is a sound 


and defensible proposition.’’ So runs the recently issued report* 


by the National Executive Committee of the Labour Party on 
the ‘‘ Post-War Organisation of Transport which is to be 


brought before the annual conference of the Labour Party for 
approval in due course. 

rhe that a 
must be designed to meet the following 


report claims publicly-owned transport system 
essential conditions : — 
(a) The facilities provided must be comprehensive and suffi- 
cient to meet all reasonable demands; 

(b) The aim to 
the services which are speedy, reliable, 


comfortable which are run as economically as 


should be obtain the maximum efficiency 


through provision of 


and safe and 


possible. New devices and improved types of vehicles, fuel and 
services should be adopted as soon as possible; 

(c) Initiative must be encouraged and reasonable opportunities 
There must be a clear realisation that a 
the kind facilities 


provided for training. 


high traffic is created of 
provided; 
(d) The industry must be able to ensure reasonable wages and 


working conditions and continuity of employment, with well 


proportion of by 


planned welfare organisation. 

lew will cavil at these unexceptionable conditions as applied 
to tramsport generally, but many will dispute the committee’s 
claim that their accomplishment can be secured only by ‘‘ some 
form of monopoly and, if transport is to serve public interest 
rather than private ends, it must be in public hands.’’ Do 
members of the committee really believe that State ownership 
will lead to the adoption of ‘‘ new devices and improved types 
fuel and services ’’ more quickly than under private 
Is there any solid ground for suggesting that under 
inspiration experimental work will be encouraged to a far 
Surely the pre-war 


of vehicles, 
enterprise ? 
otate 
greater extent than under private enterprise? 


history of the aircraft industry effectively disproves such a 
claim. Again, do they really think that the railway companies 
need a clear realisation that ‘‘ facilities create traffic ’’ having 


regard to their pre-war activities in this direction in connection 
with both passenger and freight train traffic. 

On this questionable foundation, supported by a reference to 
the view of the Royal Commission on Transport (1926) that 
co-ordination cannot be completely effective without unification 
of ownership, but conveniently ignoring the Commission’s firm 
conviction that enforced co-ordination would not be in the public 
interest, the Committee proclaims its belief that the case for 
unification and co-ordination has been established. Further, on 
the assumption that unification under private ownership is 
socially undesirable, to which no evidence is adduced, it 
proceeds to adumbrate the type of machinery best suited to deal 
with the problems of a unified transport system under public 
ownership. It states that though a central authority is essential 
for dealing with broad questions of policy, the best results in 
transport are not likely to be obtained through bureaucrats or 
highly-centralised control. It suggests that there must be scope 
for flexibility in operation and administration which would be 
obtained by the creation of the following machinery. 


as 


A NATIONAL TRANSPORT AUTHORITY 

lt proposes the establishment of a National Transport 
Authority with an executive or council of a convenient size, 
appointed by the Ministry of Transport, consisting of persons 
who on grounds of their competence to conduct the affairs of the 
industry and including representatives of the workers, for which 
statutory provisions should be made. It admits it is an open 
question whether it is possible to bring every section of transport 
immediately under Government ownership, but suggests that the 
statute setting up the authority should make provision for the 
immediate acquisition of the railways and other sections of 
transport, wholly or in part, and the remainder when considered 
desirable. 

It then proposes the creation of similar boards to be nominated 
by the Minister in consultation with the National Transport 
Authority for each form of transport, namely, railways, road 


*** Post-War Organisation of British Transport.” Report by the National 
Executive Committee of the Labour Party. Transport House, Smith Square, 
London, S.W.1 
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passenger transport, road haulage transport, canals, coastwise 
shipping, harbours & docks, and civil aviation. The boards 
would work under the general direction of the National Transport 
Authority and would be charged with the responsibility of 
arranging the planning of transport and for providing the 
facilities required. The authority would be required to make 
idequate arrangements for the fullest co-ordination of transport 
within each specified area. 
RAILWAYS 

After referring to the recommendations of the Transport 
Advisory Council, accepted by the Government in 1939, for 
modifications in certain statutory obligations for the purpose of 
enabling the railways to reach agreement with road hauliers on 
charging and other kindred matters, the Committee comments 
that although there have been encouraging reports of the work 


of the Road & Kail Conference, any agreement reached, in the 
absence of effective public control, may not be entirely in the 
public interest. It entirely ignores tne further views of the 


Council that the best line of approach to achieve co-ordination 
is to aim at securing for traders adequate alternative facilities, 
care being taken that the resultant competition is on fair terms. 
[urning to the wartime control of railways, the Committee 
argues that the heavy responsibilities which have fallen on the 


railways could not have been met so successfully with the 
pre-war organisation. Co-ordination and control, it contends, 
were essential, but it alleges there are still weaknesses in the 


structure which could only be remedied by the formation of 
one railway system under public ownership. Needless to say, 
these weaknesses are not specified. It suggests that the pro 
posed National Kailway Board should have duties and 
responsibility analogous to those of the Railway Executive 
Committee, which arrangement, it suggests, would make _ the 


fears of bureaucratic control and interference groundless. It is 
ipparently unaware that the Railway Executive Committee was 


created to be the Minister’s agent for the purpose of giving 
directions under the Railway Control Order and that in every 
case he does not necessarily follow any advice it might give 


him. It also claims that under its proposals those in authority 
would be responsible to the representatives the people and 
not to private shareholders but gives no indication as to how 
this will, in ured. It airily rem primary 
consideration would be the provision of a service to meet public 
needs and not the return to the shareholders, but adds the 
qualifying remark that ‘‘ the financial stability of the under- 
takings must be ensured,’’ again without giving any indication 
how this will secured. 


of 


tact, be sec irks that the 


as to be 


Roap HAULAGE TRANSPORT 
It proposes that all road haulage operating under “* A *” and 
B’’ licences should be acquired by the Government behalf 
of the National Transport Authority and that appropriate 
machinery should be established through the National Road 
Haulage Board for the devolution in administration 


on 


necessary 


ind management to ensure efficiency in operation. It does not 
propose the acquisition of ‘‘C’’ licence vehicles which carry 
only the owner’s goods, but suggest that some further control 
might be necessary. How long a State transport organisation 
would, or could atford to, allow the unrestricted carriage of 
goods in owners’ vehicles is a most pertinent point which 
remains unanswered 
ROAD PASSENGER TRANSPORT 

[he Committee considers that all road passenger services, 

whether publicly or privately owned, should be acquired by the 


Government on behalf of the National Transport Authority It 
thinks that appropriate machinery should be established through 
National Road Passenger Board for the necessary devolution 
in administration and management to secure efficiency in 
operation and for the views of localities to find adequate expres- 
sion through the medium of local joint committees. It 
that special consideration should be given to the position of the 
L.P.T.B., which caters for more than road passenger traffic, but 
inclines the view that the Board could be an integral part 
vithin National Board. 


the 


suggests 


to 
the 


Harspours & Docks 

Similar National Boards are proposed 
shipping, and harbours and docks but so far as the latter are 
concerned it should be pointed out that, although the Com- 
mittee states that, broadly, dock facilities in this country have 


for canals, coastwise 


a high efficiency, it claims that ‘‘ the deficiencies in our port 
services were mainly due to lack of co-ordination,’’ without, 
however, giving any examples of the supposed deficiencies. 


TERMS OF STATE ACQUISITION 
The Committee suggests that the ownership of all transport 
undertakings (with the exception of ‘‘C’’ licensed goods trans- 
port) should be acquired by the National Transport Authority 
ind that the existing owners should be compensated on “a fair 
ind reasonable basis.’” No indication is given of how such a 
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basis is to be assessed nor as to the nature of the authority to 
be appointed to determine the many points of variance which 
would inevitably arise. The Committee concludes its report with 
the statement that it has not attempted to lay down in advance 
the manner in which a nationally-owned transport system should 
be conducted—it leaves that responsibility to those on whom 
the duties of control; management and direction devolve. The 
Report is also silent as to the means by which financial stability 
of the undertakings is to be secured—although it makes this 
point only in respect of the railways. We cannot help feeling 
that the Committee commenced its task with the knowledge that 
its Party was pledged to nationalisation and to workers being 
allowed to participate in control, and had to sketch in broad 
outline the machinery by which those ends could be secured 
without touching on the manifold financial and practical con- 
siderattons inherent in its proposals. 


The Interstate Commerce Commission 


HE I.C.C. generally is considered as one of the finest adminis 
trative bodies in the U.S.A. and it must also be one of 
the busiest, as its jurisdiction extends to railways, road-motor 
vehicles, inland water and Great Lakes carriers, intercoastal 
and coastwise services, and pipelines. The Chairman of the Com- 
mission is Mr. J. Haden Alldridge, and there are 10 other 
members. Mr. W. P. Bartel acts as Secretary and there is a 
large permanent staff which is assigned to 14 bureaus handling 
separate branches of business such as Accounts, Finance, Law 
Safety, Service, Valuation, Transport Economics and Statistics 
The Commission addressed its 57th annual report* to Congress on 
November 1, 1943. The report, which is a closely printed volume 
of 188 pages, deals with the activities of the Commission from 
November 1, 1942, to October 31, 1943. 

The Commission naturally speaks first about the transport 
system under war conditions, stating that thus far the machi- 
nery provided and the policies pursued to secure the adequate 
flow of domestic traffic have proved effective. Through its 
Bureau of Service it has constantly worked to facilitate the 
movement of traffic in co-operation with other government 
agencies and departments as well as with organisations of car- 
riers and traders. The railways have undertaken many co- 
operative measures directly or indirectly assisting in the move- 
ment of traffic either through the Association of American Rail- 
roads or individually. As one example, the railways adopted a 
port control plan to prevent the movement of shipment traffic 
to ports unless cargo space was in sight: by this means a recur- 
rence of the congestion, which occurred at port terminals during 
the first world war, was avoided. 

The Bureau of Service keeps in touch with the Car Service 
Division of the A.A.R. about embargoes placed on traffic by the 
railways and is consulted about important restrictions. By an 
order issued in April, 1943, motor carriers are required to file 
with the Commission copies of all embargoes on goods to ensure 
that the haulier’s convenience is not being put before the require- 
ments of the public. The Commission has itself issued over 100 
emergency directions framed to keep traffic moving and to pre- 
vent wagon shortages. To watch the situation and to spot diffi- 
culties as they arise, the Bureau of Service has a staff of about 
60 agents located at strategic railway centres. These agents are 
given fairly wide authority in matters such as the routing of 
wagons and in most cases have the assistance of advisory com- 
mittees. Thus the Commission secures the advice of men best 
informed in their respective fields. In the light of the first-hand 
intelligence at its disposal, the Commission believes that, if 
additional equipment, materials and personnel are not promptly 
released for the use of carriers of all types, the adequacy of 
the whole transport service will be impaired. The reference to 
railway workers, as Mr. A. P. Herbert would prefer to call 
them, is in line with the recommendation of our Select Com- 
mittee on National Expenditure in its recent report on rail and 
road transport. 

Turning to the ordinary duties of the I.C.C., the report 
describes the huge volume of work involved in issuing certificates 
of convenience and necessity, and operating authorities, to rail, 
road, and water carriers and to freight forwarding agents. A 
good deal of space is also devoted to questions connected with 
the regulation of rates and charges—the purpose for which the 
Commission was originally constituted in 1887. Reasons are 
stated at length for suspending, in May, 1943, increases made 
early in the previous year, averaging about 4-7 per cent. on 








* 57th Annual Report of the Interstate Commerce Commission. Price 75 cents. 
Published by the Superintendent of Documents, U.S. Government Printing Office, 
Washington, D.C. 
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i freight traffic and 9 per cent. on passenger traffic; in brief, the 
# 1.C.C. accepted the contention of the Director of Stabilisation 


and the Price Administrator that the financial condition of the 
railways had improved so much as to make the increases have 
Sevetal important cases also arose 
ver the through rates which rail and water carriers are required 
to establish: in many instances the rail proportion of the through 


| rate is lower than the rate on traffic passing between the same 


water and the fixing of a reasonable 

In contrast to these big subjects, the 
report gives a paragraph to the charge made for carrying bag- 
by redcap porters at the railway passenger station at 
Dayton, Ohio. Redcaps appear to be rather a disturbing 
element! The Supreme Court of the United States has just 
lecided that they are not a class separate from clerks and other 
station employees for purposes of wages negotiations, as they had 
contended. 

Responsibility rests upon the I.C.C. for ensuring 
transport. It reports that many wartime accidents would be 
woided if the urge to keep trains moving were not permitted 
to take precedence over safety. It also records that 28 collisions 
curred on lines operated by the timetable and _ train-order 
system. There are more than 50,000 miles of railway in the 
States over which passenger trains run without the protection 


points without touching 
jifferential is not simple. 


race 
gags 


safety in 


~~ the block system. In a 39-page report on the inspection of 
safety appliances, published separately, the Director of the 


Bureau of Safety stresses the need for more installations of block 
signals. The Director of the Bureau of Locomotive Inspection 
also reports independently. His staff inspects over 100,000 
engines every year and finds about 10 per cent. defective; between 
400 and 500 were ordered out of service as unsafe. In the 
vear ended June 30, 1943, boiler explosions numbered 25; all but 
three were caused by overheated crown sheets due to low water. 
The number of these accidents has been going up in the past 
3 years and the I.C.C. hopes that railways will equip their loco- 
motives with protective devices. The Bureau of Safety issues 
still another annual report on train accidents in addition to pub- 
lishing a detailed report on each accident investigated, as does 
yur Ministry of War Transport. In the twelve months to June 
30, 1943, the Bureau investigated 110 train accidents in which 
189 people were killed and 1,938 injured. It also inspects safety 
appliances and is greatly concerned that no more than 39-5 per 
cent. of the wagons in interchange service have been equipped 
with the standard air-brake apparatus approved in 1935. 

Knowing the passion of all good Americans for figures and 
calculations, we are not surprised to find that the Bureau of 
Transport Economics & Statistics has been actively engaged in 
complying with requests for information from many Govern- 
ment departments and war agencies. The Bureau had no lack 
of raw material it files every year over 45,000 statistical 
reports from carriers and other sources, but it needed more 
ammunition in the shape of current figures, or the nearest 
approach to them, before it could satisfy the wants of the 
Office of Defense Transportation and the War Production Board. 
So beginning with the month of October, 1942, the railways were 
ordered to submit monthly, instead of quarterly, reports of 
freight commodity statistics, including the subdivision by geo- 
graphic areas. There we have an excellent example of the 
American propensity to vitalise statistics. Without complete 
data at their command the men at the centre of affairs in 
Washington could not have achieved the remarkable level of 
efficiency which distinguishes the war effort of the United States. 
Enough has been said to show that the I.C.C. is taking an 
appropriate share in that effort. In reviewing its own record 
of work done, we have of set purpose selected the branches con- 
nected closely with traffic operations, but we are far from under- 
rating the importance of the other branches which deal with 
complicated accounting, financial and valuation problems, often 
of a technical character and not to be solved without much 
abstruse legal argument. 

An example of the up-to-date methods observed by the I.C.C. 
may round off this article. On March 13 it published a sum- 
mary for 1943 of selected income items of the U.S.A. railways. 
[n round millions of dollars, we quote a few of the total figures 
below :— 


as 


1942 1943 

(millions) (millions) 
Net income $904 $874 
Federal income taxes 755 1,335 
Dividend appropriations 202 216 


When local and state taxes are added to the federal taxes 
shown above, the total tax bill of the railways rose from 1,199 
million dollars in 1942 to 1,851 millions last year, an increase of 
more than 54 per cent. This means that out of each revenue 
lollar received in 1943 rather more than 20 cents had to be set 
iside for local, state and national taxes. In comparison the 
increase in dividend payments is insignificant, showing that the 
railways are doing a great deal to help the American war effort 
without much profit to their stockholders. 
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Internal Civil Air Transport in War 


ITH one exception the British main-line railways are now 
interested in all the internal air lines operating in this 
country, but during the war these are engaged mainly in the con- 
veyance of of the Government Officials, and 
business executives employed on work of vital importance to the 
war effort, so that the number of seats available for members of 
the public generally has been so limited that the demand has been 
far in excess of the capacity. Immediately on the outbreak of 
war all the air services in this country were suspended by order 
of the Government, and the aircraft and personnel were placed 
at the disposal of the Air Ministry. Arrangements had been made 
previously, and the changeover from peace to war conditions was 
effected in 24 hours. Some companies were assigned to the work 
of repair and maintenance, others continued as operators but in 
a different capacity, making many and varied flights under the 
direct control of the Air Ministry. By reason of the requisitioning 
of shipping, communication with the Western and Northern Isles 
of Scotland suffered, and at the request of the Air Ministry some 
of the air routes were re-opened to provide mail and other services. 
In the spring of 1940 the Government decided that it was essential 
to provide, for the convenience of Service personnel and others 
engaged in the war effort, more rapid communication between a 
number of points involving sea crossings, and certain additional 
routes were selected for operation. To work these, the principal 
internal operators grouped themselves in May of that year into the 
Associated Airways Joint Committee, on which each of the operat- 
ing companies is represented. The aircraft and crews of the civil 
air lines were pressed into service to assist the evacuation of per- 
sonnel and important stores from France. All the civil air crews 
managed to escape, although four of the aircraft had to be aban- 
doned in France. Civil air services were resumed by the end of 
June, 1940, and, despite the difficulties created by the subsequent 
air bombardment of this country, the restrictions on the use of the 
navigational and meteorological aids which in normal conditions 
are available, and the calls on the personnel for service with the 
Forces, the routes have since been operated with practically 100 per 
cent. regularity. The British railway companies are now financially 
interested in a total of 16 air companies, three of which are holding 
companies, and have contributed nearly three quarters of a million 
pounds to the development of the air transport business. 
RAILWAY-ASSOCIATED AIR COMPANIES 
Air Booking Co. Ltd. *Isle of Man Air Services Limited 
Air Commerce Limited Jersey Airways Limited 
British & Foreign Aviation Limited Olley Air Service Limited 
Channel Air Ferries Limited *Railway Air Services Limited 
Channel Islands Airways Limited *Scottish Airways Limited 
*Great Western & Southern Air Lines *West Coast Air Services Limited 
Limited West Coast Airways (Holdings) 


Guernsey Airways Limited Limited 
Highland Airways Limited Western Isles Airways Limited 
* Only these five companies are operating services under war conditions. 
Western Isles Airways Limited services are operated by Scottish Airways Limited. 
Guernsey Airways Limited and Jersey Airways Limited operated until the Channel 
Islands were occupied after the fall of France. 


members Forces, 


The services permitted today are operated in the names of 
five of these companies; others have contributed aircraft, 
personnel, and equipment. The companies and the Services con- 
cerned are: 

ASSOCIATED AIRWAYS JOINT COMMITTEE : 


SUMMARY OF 





OPERATIONS FOR YEAR ENDED DECEMBER 31, 1943 
Route Passengers Mail and 
Company Routes miles conveyed goods 
flown conveyed 
Ib. 
Great Western & Southern Lands End and Scilly 42,720 5,525 20,850 
Air Lines Limited Isles 
Isle of Man Air Services Liverpool and Isle of Man 235,664 11,856 342,299 
Limited 
Railway Air Services Liverpool and Belfast ; 430,452 20,094 107,367 
Limited 
Scottish Airways Limited Glasgow-Western Isles of 428,008 11,619 821,561 
Western Isles Airways Scotland and the Heb- 334,618 10,548 221,974 
Limited (Operated by rides ; Inverness-Ork- 
Scottish Airways Limited) neys-Shetland 
West Coast Air Services Liverpool and Dublin ... 101,302 5,018 16,644 
Limited ———— — —____—-—— — 
1,572,764 64,660 1,530,695 


The five operating companies, together with Air Commerce 
Limited, Olley Air Service Limited, and Western Isles Airways 
Limited, form the member companies of the Associated Airways 
Joint Committee, which co-ordinates all the wartime activities of 
the group and ensures the pooling of the whole of the resources of 
the companies to the best advantage. Associated with the railway 
companies in the development of the air services are the cross- 
channel shipping companies, Coast Lines Limited (whose sub- 
sidiary companies operate to Northern Ireland and Eire), the Isle 
of Man Steam Packet Co. Ltd., David MacBrayne Limited, and the 
North of Scotland, Orkney & Shetland Steam Navigation Co. Ltd. 
Since June, 1940, the air companies associated with the railway 
companies have operated nearly six million aircraft miles and con- 
veyed more than 200,000 passengers, in addition to upwards of 
five and a half million lb. of urgent mail and goods. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


New C.N.R. Station, Montreal 


Canadian National Railways, 
17-19, Cockspur Street, 


London, S.W.1. June 16 
To tHE Epriror oF THE RatLway GAZETTE 
Sir,—Now that the whole article on the new C.N.R. Station, 


Montreal, has appeared, I would like to compliment you on its 
general excellence It certainly does full justice to the new ter- 
minal which, I think it is generally admitted, is the finest of its 
kind in the world today, and as is stated in the closing sentence 
of the article, is worthy of the ancient City of Montreal, and of 


the Canadian National Railways. 
. Yours sincerely, 
P. A. CLEWS, 
European Manager 
Continuous Brakes for Goods Trains 
Bridgwater. June 16 
[fo THE EpiTror or THE RAILWAY GAZETT! 

SIR, ‘ Engineer,’’ whose letter was published in your June 9 
issue, stresses the inconvenience of loose-coupled trains from the 
point of view of line occupation, and the difficulty in stopping 
them. He might also have referred to the delays, damage and 
loss that is constantly occurring through minor mishaps with 
these trains. It may be small in each individual case, but the 
vearly totals must be very considerable. 


too, there are 
involve 
} 


Not infrequently, 
is they do not 
publicity One 
some months 
on a heavy 
inother 


more serious accidents, which 
any injury to staff, do not get any 
1 instance occurred on a British main line 

igo through the breaking of one of the couplings 
goods train; a derailment followed, which involved 


suc 


loose-coupled freight train, and eventually some 70 
wagons were off the road, and an immense amount of damage 


was doné 


It was certainly fortunate that the train travelling 


m the road fouled by: the colliding sections of the first goods 
train was another goods, and not an express passenger; other 
wise the death roll certainly would have been heavy. 

Loose-coupled goods trains are not only an anachronism, nor 
et merely an operating nuisance; they are a potential source 
great danger It will be tragic indeed if matters are 


f 
illowed 
to drift until one day there is a catastrophe on the scale of 
Armagh; and only then is public opinion at last so awakened 


to the danger is to compel by legislation the equipment of all 
goods rolling stock with continuous brakes. 
Yours, etc., 
LOCO. ENGINEER 
Repairing Railway Wagons 
356, Woodstock Road, 
_ ; Oxford. June 10 
To THE Epitor or THE Rattway GAZETTE 


Sir,—It was with interest that I read the letter on the above 
subject in your June 2 issue, and I feel that comments from such 
a practical man as the writer of it must always be of value. It 
is not my intention to enlarge on the previous article which sets 
forth a perfectly practical, if somewhat unusual, method of 
treating general repairs, but which, if considered with breadth of 
vision, might revolutionise the process until that time when the 
wooden wagon gives place to steel. 


There are, however, a few observations which should justly 
be made. Your correspondent, in the first paragraph, assigns a 


high efficiency to the maintenance 
paragraph agrees that many of the 
(in the sense of ‘‘ antiquated,’’ 
not been overlooked, etc. 

From up-to-date information I should say that the whole 
question in its broadest aspect definitely has been overlooked, 
and although I have only an academic interest in the matter, 
I am sure your correspondent would be shocked to learn of 
works where the worst possible conditions exist. From the point 
of view of industrial economics what would be thought of places 
where much of the work is done outside—exposed to the vagaries 
of the weather, while inside there is no heating, poor lighting, 
inadequate floor space, no crane power. Transport to and from 
a great number of points carried on by hand trucks and, to add 
to the complications, stores, wheel lathes, wagon lifting, iron- 
work repairs, bearing fitting and painting carried out in sepa- 
rate shops, involving the utmost waste of motion. 

Sometimes a system of individual piecework prices operates, 
the anomalies and ramifications of which have been an admitted 


of the wagon and in another 
wagon shops are ‘‘ obsolete ’’ 
one presumes) but that this has 
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source of irritation to railway officers for years. Furthermor 
it is admitted in executive quarters that wagon repair shops 
which once were well-sited are no longer in the best strategic 
positions. 

On the question of stripping by unskilled or semi-skilled 
labour, this is not only a serious suggestion, but I learn from a 
communication which has been sent me from a Ministerial source 
that it is already in operation at certain places. I could take 
your correspondent into a dozen factories where unskilled labour 
is not merely stripping but assembling machinery vastly more 
intricate and delicate than the railway wagon. 

The wagon is a unit which offers unique opportunities for new 
and progressive treatment under one roof, and the subject 
deserves a special investigation by the companies and the build- 
ing of an experimental shop to embody new ideas. It is interest- 
ing to note and profit by the attitude of many of the most 
progressive mechanical and electrical firms which are perpetually 
analysing and improving their processes, sub-assemblies and 
main assemblies, and, at times, not hesitating to call in ind 
pendent time and motion study experts to give them 
viewpoint. 

I should like to add that all credit is due to the local 1 
ments which work efficiently under existing conditions. I 
conditions which need altering, and this is a matter 
policy which no doubt will ultimately fall into line 
more modern techniques. 

I have read also the very interesting letter from Mr. Duncan 
Bailey in your issue of June 16 and fully agree with the commo 
the attitude outlined therein. There is little doubt 
that the perpetual repairing of wooden wagons is a costly and 
unscientific system, and in time these wagons will be disp] 
by designs embodying all-steel construction or steel underframes 


ires 





sense of 


iced 


particularly in view of the immense strides which have been 
made in the matter of corrosion prevention. 
It will, however, be many years before the change can be 


effected in large degree, and while wooden wagons remain they 
should be repaired under better-planned conditions. 


Yours faithfully, 
tr. LOVATT WILLIAMS 


L.N.E.R. Stockholders and Railway Agreement 


R.E.A.L. Works, Hockley Hill, 


Birmingham, 18. June 13 
To tHE Eprror or THE RaAtway GAZETTE 
Sir,—Quite naturally I was interested in the note in your 


june 9 issue concerning the pamphlet entitled ‘‘ The Scandal 
the British Railways,’’ but am somewhat at a to under 
stand vour concluding comment: ‘‘ The very vehemence of the 
pamphlet to some extent mitigates against its effectiveness.’ 


loss 


If bythe use of the word ‘‘ vehemence you mean to imp; 
‘violence,’’ I suggest that you peruse the article by ‘“‘ Car 
didus ’”’ in The Daily Sketch of Monday, June 5. If you inten 
merely to imply “‘ great force I fail to see that a forcefu 
exposition can mitigate against the cffectiveness oi an 
irgument. 

There are, of course, alternative implications such as 


‘ violent ardour, ‘animated fervour,’’ etc., indeed one lexic« 
grapher offers as a synonym “‘ impetuosity.’’ If by any chance 
this last thought was in your mind please accept my assurance 
that the pamphlet in question was not written impetuously; the 
first draft of the pamphlet was circulated privately some five 
months ago. 


Yours faithfully, 


K. SCOTT ADI 
Railway Traffic Volume and Costs 
London, N.W. June 18 


fo THE Epitor oF THE RatLway GAZETTE 

Sir,—It was refreshing to find an article by Mr. George Mills 
on this subject in The Fortnightly Review. The discussion ot 
transport matters is leit too often to economists, journalists 
politicians and faddists without practical experience. As you 
say in your editorial on June 16, Mr. Mills did not offer any 
solution of the problem which he stated clearly. Perhaps you 
can induce him to carry the matter a stage further and explain 
what he thinks would be a indicious mode of procedure. 

Within their own ambit the railways have achieved a great 
deal of co-ordination. They have extended collection and 
delivery business since motor vehicles came into general use, 
developed the rail-head idea extensively and replaced rail by 
road haulage in some instances. The railways have also pur- 
chased or taken shares in certain road freight undertakings and 
have assisted them to extend their sphere of usefulness. 

From the point of view of the traders and the neutral public 
it seems desirable that, side by side with this strong railway 
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organisation, there should be a series of road haulage combines 
which would supply dependable services on a permanent basis 
and have sufficient resources to vary these services to meet 
changes in the requirements of industry. There would be no 
objection to the railways taking a financial interest in these 
regional road haulage bodies and that might be the best means 
of ensuring co-operation between road and rail with the object 
of using both forms of transport to the best advantage. 

Would a scheme on some such lines not give Mr. Mills the 
co-ordination in freight working which he states has been 
achieved in passenger convevance? Without some binding force 


Government can neither give the road haulage industry the 
status of a national service with a stable rates structure nor 


keep proper records of its operations. 
I am, etc., 
YOUR VETERAN RAILWAY CORRESPONDENT 


The Transport Problem in Plain Terms 


London. June 18 
lo THE EpiTor or THE RatLway GaAZeETT! 

Sik,—In your April 14 issue you published an editorial with the 
ibove heading in which you commented on plans for settling the 
peacetime organisation of transport. The article was based on a 
ontribution from a ‘‘ Veteran Railway Correspondent ’’ who put 
forward some proposals for post-war action. Your contributor 
urged that his suggestions did not involve any general upheaval 
f existing institutions he had worked on precedents and 
existing practices. His main object was to convert road pas 
senger and freight haulage companies into public utilities, in the 
same sense that the railways are a public service, and to give 

transport a higher status than it now holds. Although you 
lid not agree with a number of your contributor’s ideas, you 
sympathised fully with his dislike of abstract planning and of 
whitrary interference with normal transport developments. 

[ am glad to find that the views which you expressed in 
April do not conflict with the principles which The Times lays 
jown in criticising the Labour Party’s policy for the socialisation 
f transport. The Labour Executive Committee holds that trans 
port is a national service which must be unified and co-ordinated 
inder State ownership. It proposes that a national transport 
uthority, composed of competent persons and including repre 
sentatives of labour, should be responsible for broad questions 
f policy; this authority would be appointed by and report to, 


as 





minister of Transport Seven boards, with a _ con 
stitution similira to that of the main authority, would 
ontrol railways, road passenger transport, road _ haulage, 


Publications Received nical treatise—it 

British Railway Track—Design, Con- 
struction, and Maintenance. Compiled 
by a Committee of the Permanent Way 
Institution and edited by R. A. Hamnett, 


algebraic 
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charactersitics of a primer than of a tech- 
includes, 
chapter on the use of arithmetic, decimals, 
formule, and mensuration—but 
this elementary instruction is of value in 
making the book self-contained. 
say, a ganger who has had little mathemati- 


03? 





canals, coastwise shipping, harbours and docks, and civil avia- 
tion. Railways and some other sections of transport would pass 
into State ownership at once; the remaining sections would be 
taken over as and when considered practicable and desirable. 
The report embodying this scheme for national ownership and 
management admits that initiation must be encouraged and that 
the best results will not be obtained by bureaucratic or highly 
centralised control. The authors of the report do not explain 
how such a control can be avoided under their proposals, though 
they appear to believe in local committee as a means of assuring 
devolution in management. 

On June 16 The Times dealt faithfully with the extreme and 
theoretical propositions of the Labour Party in a leader headed 
‘““ Transport and the Future.’’ The plan, the article said, ‘‘ suffers 
from a congenital disability in the light and sweeping touch with 
which it disposes wholesale of all practical difficulties. Any sound 
contribution to the reconstruction programme will have to take 
them into account, and common sense suggests an approach from 
the needs that present themselves most urgently. As the Labour 
Party report points out, town and country planning involves 
transport at every stage. It does not, however, involve all forms 
of transport equally. For most passengers and for most goods 
transported the immediate issue is, and long has been, the relation 


of rail and road. It is not a matter, as was too commonly 
assumed before the war, of determining the conditions under 
which the two forms of land transport shall compete, but of 


discovering how they may best be organised to give the consumer 
the utmost advantage from the combined conveniences of both. 
It is common ground now that land transport should advance 
towards this goal. It is also a long-established fact that a trans- 
port agency performs a public service and therefore accepts a 
public responsibility. On this basis it should be possible to 
frame a policy adequate to the requirements of reconstruction. 
Co-ordination is of greater moment than ownership, and strict 
observance of this principle is the way to the swift satisfaction of 
practical needs. The achievement of a still higher level of effici 
ency in transport demands an expert study of function rather 
than the endless friction of disputes over theory.”’ 

I have quoted these sentences from The Times in full becauss 
they enforce a sound doctrine which should be considered by 
transport planners of all parties and of all schools of thought 
In effect the article puts in the style of language favoured by 
writers on political and economic tops some of the points already 
made in your pages in the plain terms commonly used by rail 
waymen. 

Yours faithfully, 
STATISTICIAN 


defects ; a notable lack in the book, also, 
is any reference to rail-welding. As men- 
tion is made of various track specialities 
and proprietary articles, reference might be 
added to the work that has been done by 
outside firms in the improvement of British 
track, as, for example, the notable part 
played by Taylor Bros. (Sandiacre) Ltd. 
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B.Sc., A.M.Inst.C.E. 341 pp. 84 in. » 
54 in. Profusely illustrated with drawings 
and photographs The Permanent Way 
Institution. Price 15s.—For many years 
there has been an admitted lack of adequate 
literature dealing with British permanent 
way ; indeed, since the publication in 1916 
by our constituent journal The Railway 
Vews of ‘‘ Modern British Permanent Way,” 
reprinted from a series of articles in its 
columns, and in 1921 of Hepworth & Lee's 

Railway Permanent Way-Dimensiona! 
Theory and Practice,’’ it is doubtful 
whether any other book devoted exclusively 
to British track has been published. The 
former book dealt with the design and 
the manufacture of track components ; 
the book now under review has relatively 
little to say about the materials, but, 
after dealing with design, extends its 
survey to cover all aspects of track and 
layout construction and maintenance. 
The need for such a work became all the 
greater when examinations qualifying 
for the Diploma of the Permanent Way 
Institution were initiated in 1935, and it 
was then that the Council took the first 
steps towards the production of the volume 
which has now appeared. 

In view of its purpose, which is to assist 
the education of the men actually engaged 
in permanent way maintenance, “ British 
Railway Track ”’ has, perhaps, more of the 


cal education, or, who has forgotten any 
that he did have, with the help of this 
simple mathematics will be able to make his 
way intelligently through the chapters 
dealing with curved track, the setting out 
of point and crossing work, the calculation 
of leads and radii, and the design of layouts, 
without having to seek assistance from 
other sources of reference. Previous chap- 
ters deal with earthworks, formation, and 
drainage; permanent way materials in 
plain line and in switches and crossings ; 
maintenance—a particularly thorough and 
comprehensive chapter—and track re- 
newals. The contributors have done their 
work well, and in concise and lucid language 
have covered a great deal of ground in so 
limited a compass. 

As the book, under the auspices of the 
Permanent Way Institution, doubtless 
will become in future the standard work on 
the subject, a few suggestions in regard to 
future editions may not be out of place. 
Some of the drawings are rather rough, and 
the excellent sheet of “‘ Bridge Details’ 
(Fig. 44) might well be takenas a standard 
for new blocks of the former. More ample 
treatment of certain materials is desirable, 
particularly of rails, which are of such vital 
importance that a brief description of 
composition and manufacture should be 


included, as well as the _ recognisable 
characteristics of various types of rail 


in the evolution of two-level junctions. It 
seems probable, also, that any future edition 
will need to be enlarged to cover flat- 
bottom track, concrete sleepers, and various 
other developments which are the subject 
of extensive experiment at present. A 
work of this description, like an expanding 
bookcase, is destined to grow; and in this 
first edition the Permanent Way Institution 
has laid a sound foundation. 
(See editorial note p. 634) 


Drawing Office Organisation.—Pub- 
lished under the authority of the General 
Council of the British Standards Institution, 
28, Victoria Street, London, S.W.1, 
B.S. 1100: Part 9: 1944. Price 2s., post 
free.—This booklet forms one of the series 
“‘ Office Aid to the Factory.’’ Production 
efficiency depends to a considerable extent 
on the work of the drawing office, and the 
booklet provides information and sugges- 
tions, based on well-tried methods, which 


as 


should prove helpful to all engineering 
firms in enabling them to develop and 


improve the working of their drawing offices. 
It deals with choice and equipment of 
premises ; general organisation and super- 
vision of staff; planning of work; and the 
routine of preparing the original drawings, 
reproducing them and issuing the working 
prints. 
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The Scrap Heap 


Employees of the London Passenger 
Transport Board have contributed £28,000 
to the Red Cross Penny-a-Week Fund. 


7 . * 


Post Office transactions with the public 
during the past year have reached a value 


of £2,138,000,000, breaking all previous 
records ; the pre-war total was 
£1,062,000,000. 

* * * 


FROM THE GoopDs DEPARTMENT 
A Goods Manager who was, unfortun 
ately, rather cross-eyed, which made it a 
bit difficult to know what he was looking at, 
had three men before him for some derelic 
tion of duty. Looking at the first man he 
said: ‘‘ What have you got to say about 
this? The second man commenced to 
reply when the manager said ‘‘I wasn’t 
speaking to you.’ The third man then 
said: ‘‘ I never said a word.” 
* * . 


Sir William Chamberlain, who has died 
in England, will go down in Belfast local 
history as the man who caused Belfast’s 
tramcars to be painted blue for the first 
time. Previously they had always been 
painted red. The blue cars came to be 
known as Chamberlains and had, of course, 
his name on the side until a change took 
place in the managership of the undertaking 
When Sir William was knighted at the 
beginning of 1939, his friends in the transport 
world gave a dinner in his honour. One of 
the main table decorations was a large 
model of a tramcar—in sugar !—Fyrom the 

Belfast News-Lette: 


* * *& 


A Critic ON DINING CAR FARE 
If dining cars are shortly withdrawn for 
the duration from British railways as The 
Daily Mail predicts, what epicures will 


chiefly miss is our old friend the fish 
course, that slim oblong of supréme de 
barbue Chemise de Grandpére, sauce 


Colle, which has made British railways 
celebrated the world over. Unchanging 
as the final bombe in French restaurant 
cars, this flaccid strip of brill tasting of 
old flannel nightshirts served with bill- 
stickers’ paste has been the constant de- 
light of gourmets even more than the 
macédoine de fruits a la Boite en Fer 
Blane which traditionally ends the repast. 
Our information is that the G.W.R. chef, 
Hégésippe Taguele, invented brill, which 
is never seen off a railway, also the fruit 
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course, cutting himself severely on the 
can during the process and receiving the 
plaudits of the Travelling Wine & Food 
Society of that period (circa 1870) with a 
gracious wave of a bandaged hand. A 
flushed and tiny member who shouted 
‘* Garbage ’’ was thrown off the train at 
Leeds, adds the aged epicure who gives 
us this information. 

Brill, a mystery fish, is born and bred 
on trains, so far as we can discover. 
Somewhere at big rail centres like Euston 
and Crewe and York, it spawns in huge 
special tanks on wheels, greeted and en- 
couraged by fifty porters clashing milk 
cans and a hundred guards blowing 
whistles. It is pale and oblong from 
birth, 2 inches by 4 inches, and if it has 
any flavour but that of flannel it dies.— 
From ‘“‘ Take it to Bed,’ articles by 
D. B. Wyndham Lewis, collated by James 
Agate. 

* * * 


In the presence of practically the entire 
staff of the Pasewalk railway station, the 
goods station foreman, Ploeger, aged 54, 
has been sentenced to death for stealing 
clothing and food from the Reich rail- 
ways, despite official posters warning 
igainst such crimes, which posters were 
evidently understood by Ploeger, who 
repeatedly said, ‘‘ Death no _ longer 
frightens me.’’—Announcement by Stettin 
Special Court reported in the “‘ Daily 
Express.”’ 

a7 * * 


A NECESSARY JOURNEY 
One summer day in 1942 four railway 
vehicles consisting of a passenger coach, a 
covered van, an open wagon, and a special 
wagon, carrying a load carefully concealed 
under tarpaulins, were attached to a goods 
train on the L.N.E.R. bound for a destina- 
tion somewhere in Britain. At all stops 
throughout the journey, bluejackets de- 
scended from the passenger coach to guard 
the load under the tarpaulins. There were 
many railwaymen who guessed what the 
precious load was, but the secret was well 
kept; it is now known that it was Great 

Britain’s first midget submarine. 


* * cd 


Boy BLown Out OF TRAIN 

A mother told the Leigh coroner that 
her four-year-old boy, David’ Eric 
Pycock, was “‘ lifted out of a Manchester 
to Liverpool train when the compartment 
door blew open.”’ A police constable 
stated at the Leigh inquest that if 
the door was merely on the safety catch 
it would not take much moving. 

Questioned by the coroner, he said that 
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BRITISH RAILWAYS 


proudly carry the Armies of the free 
peoples, but meanwhile still have to ask- 


RAILWAY EXECUTIVE COMMITTEE 


The R.E.C. goes all linguistic 


when the door was not properly closed, 
but merely on the first catch, there would 
be a crevice between the carriage and the 
door large enough to allow a draught. 

The coroner, in recording a verdict of 
death from misadventure, said he thought 
the door could not have been securely 
fastened before the train left Manchester. 
If it had been it would be impossible for 
the child to merely brush against it and 
open it that way.—From ‘‘ The Evening 
Standard.”’ 


* * * 


During 1943, over 1,000 persons were 
prosecuted for travelling without tickets 
on the Victorian Government Railways, 
and nearly 800 for travelling first class 
on second class tickets. Those found 
stealing rides on expired tickets num- 
bered well over 200, and a similar number 
was reminded that smoking in a non- 
smoking compartment may be expensive 
Approximately 150 offenders had to pay 
heavier fines for giving railway officials 
wrong names and addresses, and nearly 
100 discovered the high cost of using 
abusive or obscene language. Close on 
100 persons were sadder because they 
transferred their tickets to others, who 
also had to pay fines. 


* * ~ 


Mr. Wilfred S. Foskett, who had been 
Stationmaster & Goods Agent at Hednes- 
ford, L.M.S.R., since 1942, and who re- 
tired recently from the company’s service, 
has made foreign travel one of his prin- 
cipal hobbies. He has visited Italy, 
Greece, Palestine, Cyprus, Austria, Ger- 
many, North Africa, British West Africa, 
the Gold Coast, French West Africa, 
Canary Islands, Russia, Latvia, Poland, 
Turkey, America, Canada, Tunisia, 
Madeira, Switzerland, Sweden, Denmark, 
Norway, Finland, Spain, Portugal, 
France, and Belgium. He has also 
toured Northern and Southern Ireland, 
England, Scotland, Wales, the Channel 
Islands, and the Isle of Man. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


AUSTRALIA 


Unification of Gauges 

The appointment of Sir Harold Clapp 
(recorded in the May 26 issue of 
The Railway Gazette) to submit a detailed 
plan for the unification of gauges is held to 
show the importance attached to this matter 
by the Commonwealth Government. An 
article published in The Victorian Railways 
News Letter states that ‘‘ probably the most 
urgent of Australia’s post-war require- 
ments is the unification of the’ railway 
gauges. Unification is broadly a matter 
of men, material, time and money, all of 
which will doubtless be available after the 
war to a Commonwealth with abounding 
resources. But what should be done now 
is to set about the preliminaries so that 
when the war is over the actual work can 
be taken in hand in earnest, providing 
useful employment for many thousands of 
men.” 

The article recommends that as a first 
step a number of qualified engineers should 
be released to undertake the planning. The 
work of unification, it is stated, might take 
three to four years in Victoria, but longer 
in Queensland and Western Australia. But 
before the track alterations in Victoria could 
be started, two to three years might be 
needed to assemble and prepare material, 
and to build locomotives and rolling stock. 
The length of this period would be largely 
dependent on the extent to which planning 
had been completed before authority was 
given to proceed with the scheme. It is 
emphasised that the conversion must be 
continent-wide. Every line, with the 
exception of small feeder lines carrying 
little traffic, must be of 4 ft. 8} in. Some 
persons have advocated the conversion of 
trunk lines only, but this, it is contended, 
would simply multiply the present break- 
of-gauge troubles. 

It is stressed that unification which has 
been supported strongly in the press as an 
urgent post-war measure, cannot be con- 
sidered on economic grounds alone. It will 
certainly facilitate transport and give much 
greater flexibility for the interchange of 
raw materials and finished products, but 
it must be considered mainly as an insurance 


for the defence of the country. 


CANADA 


Combined Railway Results 

The individual results of the two leading 
railway systems of the Dominion have been 
announced already, but figures just made 
available by the Dominion Bureau of 
Statistics show something of the operations 
of all railways in Canada which have each 
yearly gross earnings of $500,000 or over. 
Combined gross revenues of such railways 
for 1943 amounted to $771,658,732, an 
increase over 1942 of $115,654,460, and 
over 1939 of $408,332,908. This figure 
represented a 39 per cent. increase over the 
peacetime peak of 1928. Operating ex- 
penses increased from $480,703,982 in 1942 
to $544,289,701 in 1943, excluding the 
appropriations for pensions charged to 
general operating expenses by the Canadian 
National Railways from March to Decem- 
ber. 

Freight revenues for 1943 exceeded those 
of 1942 by $67,021,682, with an increase in 
ton-miles of 14-1 per cent. Passenger 
revenues increased by $31,968,630, for an 
increase in passenger-miles of 30-5 per cent. 
Freight-train loading increased from 1,637 
to 1,723 gross ton-miles a train-mile; and 


revenue ton-miles increased by 6°9 per 
cent. 

The average number of employees in- 
creased from 148,369 in 1942 to 160,095 
in 1943, and the total pay-roll from 
$278,330,711 to $309,929,401. The peak of 
railway employment was in 1928, when 
there were 176,842 employees. 


UNITED STATES 


Improving Freight Facilities 

A programme of improvement estimated 
to cost one million dollars has been initiated 
by the Pennsylvania Railroad in its Bay 
City yards, on Lake Erie, south-west of 
Sandusky, Ohio. It is designed to increase 
the capacity of the yards for handling coal 
from rail to lake freighters. New tracks 
will increase the total yard capacity from 
7,800 to 9,700 bogie wagons; four addi- 
tional long tracks and six additional 
shorter tracks will add 800 wagons to the 
classification yard ; and eighteen new tracks 
in the storage yard will increase the capacity 
of the latter by a similar amount. The 
main running tracks will have to be slewed 
to the eastward, and a track laid for the 
movement of empties. 

The Chesapeake & Ohio Railway has 
been authorised by the Interstate Commerce 
Commission to build, at an estimated cost 
of $463,000, a 4-mile branch to connect 
an as yet undeveloped coal-mining area in 
Greenbrier County, West Virginia, with its 
Homing Creek sub-division. 

On the Atlantic Coast Line Railroad, 
$222,000 is to be spent on doubling 2-1 
miles of its line between Appomattox River 
and Collier, Virginia. 

Inadequate Signalling 

Adverse comment is made by the Inter- 
state Commerce Commission in its report on 
a collision which occurred on the Seaboard 
Air Line Railway on January 8 at Emory, 
Georgia, eight miles north of Atlanta, in 
which an employee was killed and 32 persons 
were injured. The trains involved were a 
southbound passenger train and a north- 
bound freight train which met head-on at 
1.52 a.m., in rainy weather, on a curved 
section of single track. The line concerned 
is operated by timetable and train order, 
and the accident was due to an error in 
handling a telephoned train order. The 
[.C.C. points out that in 22 months seven 
accidents of this description have occurred 
on the Seaboard’s line from Richmond to 
Atlanta, resulting in 10 deaths and 139 
cases of injury, and the railway is again 
recommended to instal an adequate block 
system of signalling in the territory con- 
cerned. 

Illinois Terminal Railroad 

In compliance with an order by the 
Securities & Exchange Commission, the 
Illinois ‘Power Company has been endea- 
vouring to dispose of its subsidiary, the 
Illinois Terminal Railroad, which owns 
some 470 miles of line in Central Illinois, 
operated both by steam and electricity. 
Although the order was issued in 1942, and 
the Illinois Power Company was given until 
April 14, 1944, to divest itself of the railway, 
its efforts have been unsuccessful. The 
railway is carried on the books of the 
Illinois Power Company at a value of 
$47,885,028, an amount which appears to 
be substantially in excess of its realisable 
value. None of the railways serving the 
adjacent territory has indicated any desire 
to negotiate ; and when approached, two 
of the most likely purchasers indicated that 
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they had no interest in the matter. Bankers 
have advised that no advantageous offering 
of the railway’s securities to the public 
seems possible. 

It will be remembered that last year the 
Illinois Terminal Railroad, by agreement 
with the War Production Board, arranged 
to close a considerable proportion of its 
mileage so that the track materials might 
be salvaged for war purposes; but that 
objection was taken by various interested 
parties to this short-circuiting of the normal 
closure procedure of the Interstate Com- 
merce Commission, with the result that the 
railway was compelled by court order to 
keep the sections concerned in operation. 
This is rapidly becoming less profitable ; 
net receipts, which were $1,505,976 in 1942, 
fell to $1,015,314 in 1943. 


Signalling Contracts 

The Missouri Pacific Railroad has 
placed with the General Railway Signal 
Company an order for a Type F, Class 
““M,’’  three-wire centralised _ traffic- 
control installation over 60 miles of 
track between Gurdon and Texarkana, 
Arkansas, on its main line from St. Louis 
to the south. The control machine is to 
be located at Hope. The order calls for 
21 switch machines, 24 switch locks and 
77 signals. 

New electric relay interlocking plants 
are being installed by the New York 
Central System to control a crossing and 
junction at Reed, West Virginia; and by 
the New York, Ontario & Western Rail- 
way at its level crossing with the Erie 
Railroad at Campbell Hall, New York. 
The contract for the former has been 
placed with the General Railway Signal 
Company, and that for the latter with 
the Union Switch & Signal Company. 


SPAIN 


New Rail Connection with France 

Recent reports from Spain confirm that 
the building of the line to the north of 
Lerida (see map published in The Railway 
Gazette of September 17 last), which is to 
constitute another railway connection 
between Spain and France, is proceeding 
apace. The first scheme for this railway 
was evolved by a Franco-Spanish commis- 
sion appointed in 1885; and detailed plans 
were elaborated as far back as 1888. The 
final agreement was reached between the 
two countries when a convention was signed 
in 1904, providing for the building not only 
of the Canfranc-Oloron line crossing the 
western Pyrenees and of the Puigcerda- 
Ax-les-Thermes line through the eastern 
Pyrenees, but of the Lerida-St. Girons- 
Bousbens line through the centre of that 
mountain range. 

Lerida is on the Zaragoza-Barcelona 
northern main line, about equidistant from 
either point, and the first section of the new 
line from Lerida towards the north (as far 
as Balaguer—about 20 miles) is already in 
operation. From Balaguer, the line is to 
deviate through the valley of the Noguera 
Pallaresa River and lead via Tremp and 
Esterri de Aneu to Isil, where the Spanish 
frontier station is to be situated. The 
Point de Salan, the frontier mountain, 
6,730 ft. high, will be negotiated by means 
of a tunnel, and Couflens, on the northern 
slopes of the mountain, is to be the French 
frontier station. Thence the railway will 
proceed through the valley of the Salat 
River to Sentein, and on to St. Girons from 
where connection will be made with the 
Toulouse-Tarbes main line at Bousbens. 

No news is available as to the progress of 
the French portion of the line, but it is 
stated that important sections on the 
Spanish side, comprising tunnels and 
bridges, are nearly complete. 
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Electric Traction Section 


Signalling Developments on L.P.T.B.. Lines*—I 


Standardisation of the electro-pneumatic system, developments in 
relay design and improvements in construction described by 


Mr. R. Dell, Signal Engineer, L.P.T.B. 


signalling on the L.P.T.B. 
now covers 160 miles of 
There are 3,281 stop 
which are fitted with 
trainstops. The number of track circuits 
is 4,347, and there are 1,326 pairs of 
points Although automatic signals are 
used wherever possible, 112 signal cabins 
ire in use at junctions or connections. 
Passenger-train car-miles each year total 
ipproximately 159,150,000 

Power signalling has been in use prac 
tically throughout the system since it 
was electrified. Some of the 
features of the original signalling, such as 
electro-pneumatic gear, have stood the 
test of time and have been retained in the 
more modern equipment. 

The signalling problem is simpler than 
that of other railways, and the main task 
is to make provision for the safe running 
of the maximum number of trains under 
set conditions: Two-aspect signals are 
considered to give the best results pos 
sible, as only two instructions to the 
driver are necessary, whether to proceed 
or to stop. The greatest number of trains 
can be run over any section of the line 
if the driver follows these two instructions 
—when he observes a green signal he pro 


P‘ IWER 


railways 
double track. 
signals, 2,726 of 


basic 


ceeds as fast as he can, in accordance 
with any permanent-way speed restric 
tions, and when he sees a red signal he 


stops at it as quickly as he can. 

It has been found advantageous to 
.dopt this principle in every possible case, 
ind recently special steps have been taken 
in certain tube tunnels to ensure that a 
driver does not see a red light unneces 
sarily—in other words, the red light is 
controlled by the track circuit so as to 
remain extinguished until the driver is so 
close to the signal that he has to apply 
his brakes to stop when he reaches it 
[his frequently saves wasting time, for in 
the absence of landmarks in a tunnel a 
red light in the distance may appear 
closer than it is, with the result that the 
driver slows up before he need do so; 
often the signal will change to ‘‘ clear’ 
long before the train gets close to it, so 


that, had he not slowed up, the signal 
would still have cleared before’ he 
reached it. 

Recent new installations of two-aspect 


signalling have been of a modified type, 
one signal only at each location being pro 
vided for each line. The signals are two 
ispect, showing red and green lights, but 
repeaters are provided where necessary. 

Where there are divergent routes, a 
junction indicator is provided. All sub 
sidiary or shunting movements are 
regulated by disc signals comprising a 
white-enamelled iron disc with a red band, 
with numerical type route indicator when 
required. 

At a tube station equipped with the 
most modern a.c. signalling gear, the 
bulk of the electrical apparatus is installed 
in relay rooms at the ends of the plat- 
forms, so that only the signal lamps 
together with their controlling relay, and 
the trainstops with their connecting 
cables, are in the tunnel. This facilitates 
ittention to the equipment during traffic 


* Abstract of paper read before the Measurements 
Section of the Institution of Electrical Engineers on 
March 17, 1944 


hours, as owing to the smallness of the 
tunnels, staff cannot enter them whilst 
trains are running. 

A special feature is that each of the 
most important track circuits has two 
track relays, with track windings con- 
nected in series. One of the relays func- 
tions as a proper, and the 


track relay 
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fourth rail traction _ systems, 


including cost of track circuits 


other, by switching its local winding over 
the appropriate contacts, functions as a 
signal relay. The purpose is to introduce 
an additional safeguard against any failure 
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red and green lights in the signal, thus 
disclosing the fault. 

Trainstops are provided with proving 
circuits to ensure that they operate for 
the passage of each train. 

The traction system employs a fourth 
rail for the return, the system not being 
directly connected to earth except through 
its general leakage. This offers definite 
advantages from the signalling point of 


view. With the third-rail, signalling 
arrangements are made more difficult. 
With the fourth-rail system one con 


tinuous running rail is necessary to pro- 
vide an earth for the framework of the 
train; the other running rail can be split 
up by insulated joints for the track cir- 
cuits. Examples have been known where 
insulated rail-joints have been put in both 
running rails with a fourth-rail traction 
system, but this is unadvisable, as in the 
event of an electrical defect occurring on 
a train, any person stepping on it or 
touching the metalwork could receive a 
serious shock. 

It appears at first sight that the em 
ployment of a fourth rail is extravagant, 
as compared with the use of the running 
rail for the return. Careful calculations 
have shown that when allowance is made 
for a frequent service of trains, the addi- 
tional cost of the signalling is more than 
the saving made on the fourth rail. The 
losses are also less with the fourth-rail 
system, as the comparatively hard rails 
used for running have a higher resistivity 
than the soft steel usually employed for 
current rails. With the third-rail system 
the return path for the traction current 
after the rails have been divided into sec- 
tions for signalling, has to be provided by 
impedance bonds, capable of carrying the 
whole of the return traction current. It 
is the cost of these which increases the 
cost of the signalling installation over that 
required with the fourth-rail system. 

The curve in Fig. 1 shows the cost of 
i signalling installation, on the basis of 
prices ruling in 1936, indicating the rise 
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both must be energised for the signal to 
show clear. 

The circuit to the red signal light is 
completed by two independent contacts, 
one on the relay and one operated by the 
trainstop. This ensures continuity of 
current supply to the light, should either 
of the contacts become defective. It also 
serves as a valuable indication to the 
driver that the trainstop is working cor- 
rectly, for should it fail to operate when 
the signal clears, the driver will see both 


-A.C. track circuit. condenser-feed type 


with the number of track circuits per mile 
as compared with the cost of fourth-rail 
signalling and the cost of the fourth rail. 
The average number of track circuits per 
mile on the Board’s lines is 18. 

With the introduction of a.c. track cir- 
cuits in place of the original d.c. ones, 
various systems of regulating the current 
feed were tried. Plain resistance control, 
choke control and various other types 
were used for a time, but considerable 
trouble was experienced owing to tem- 
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porary failure of the track circuits, aris- 


ing from stray traction current. In 1922 
the condenser-feed track circuit, Fig. 2, 
without a transformer between the con- 
denser and the track circuit, was intro- 


duced and has been standardised. It has 
proved extremely satisfactory. 

The condenser blocks the passage of 
d.c., which would otherwise cause satura- 
tion of the iron of the feed transformer 
or of the relay, with a consequent inter- 
ference with the operation of the track 


circuit. It has a number of tappings, and 
a great advantage of the circuit is the 


ease of adjustment, there being only the 
simple one of increasing or decreasing the 
capacity of the circuit. The shunt condi- 
tions obtained are consistently good; an 
iverage value for the train shunt is 
upproximately 2 ohms. 

It is sometimes necessary to detect the 
exact position of a train, as, for example, 
before. a calling-on signal is cleared. A 
special circuit, normally de-energised, is 
interposed in the track circuit and 
wranged so as not to interfere with the 
correct operation of it. A rail 11 ft. 6 in. 
long is insulated from the rest and bonded 
round. A _ standard a.c. track relay is 
connected to the rail section and to a 
supply of current through step-down and 
step-up transformers, as shown in Fig. 3. 
The ratio of the transformers is so 
idjusted that the voltage on the rail sec- 
tion does not exceed 0-5 volt, and the 
current required to operate the relay is 
comparatively heavy, about 5 amp; the 
impedance of the circuit is low. Even 
should the insulated joints break down, 
there can be no risk of improper operation 
of either circuit by leakage from the 
other. The rail circuit voltage is too low 
to operate the track relay, and the current 
passed by the track circuit condenser is 
much too small to operate the rail circuit. 
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Electric Traction Section 





















































r 
. 
p-------------------- - Nx 
By 00V. O5V. O3V. 7V.! 
36 1-5 3E | T=0-2A ~I ZA RR 
Nx eal otinkan.. i r 2 
eae cee 
STICK 
TRANSFORMER UNIT SIGNAL 
T 4a 7} 7 
i 4 | — — 
' Ly t 
O______J~gono 
je —{f 6 --- — — — —— SE Pn ail 


By = A.C. SUPPLY, FEED. 


Nx = A.C. SUPPLY, RETURN 


T = TRACK CIRCUIT 
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Owing to the low voltage and high current 
of the rail circuit, the impedance of the 
rails prevents its operation until wheels 
are within a few feet of the connection 
to it. Once operated, the rail circuit relay 
is held by a stick circuit whilst the train 
is on the track circuit. 

Double element vane relays are 
used, although other designs were for- 
merly in use, with silver-to-carbon con- 
tacts. Improvements to details, such as 
shape of vane, etc., have resulted in 
increased efficiency and reduced liability 
to failure, with maximum evenness of 
contact pressure over a reasonably wide 
range of service conditions. The safety 
of the signalling system depends on the 


now 


reliability of the track relay. Extra- 
ordinarily reliable results have been 
achieved with the present types. It is 


nevertheless felt that further improvement 
is desirable. An experimental twin vane 
track relay has been constructed, in which 
two vanes must move simultaneously to 
close the signalling circuit. If one is 
hindered in any way a locked condition 
is produced and the signalling circuit held 


open. For joint control circuits a relay 
with a single vane and two magnetic 


systems is used, the vane being lifted over 
dead centre, in one direction or the other, 
closing one or other set of contacts. This 
is used to maintain current on the point 
operating mechanism when points have 
been set and automatic control circuits 
interrupted, and has been a great help in 
designing relay interlocking circuits. The 
detachable terminal top is now the stan- 
dard fitting for all relays 
(To be continued) 


Ex-Metropolitan electric locomotive No. 18, “‘ Michael Faraday”’ and L.N.E.R. ‘‘ Sandringham” class steam 4-6-0 
locomotive No. 2816, ** Fallodon,”’ at the head of trains to Chesham and Manchester respectively, near Northwick Park, 
Middlesex, where the L.N.E.R. and L.P.T.B. lines are side by side 
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Impact Tests on Pennsylvania RR. 


Results of tests on a new type of steel plate girder and concrete 
deck composite span compared with those on open-deck spans 


and with A.R.E.A. calculations 


N the course of a series of live-load bridge 
tests recently carried out on the New 
York-Washington section of the Pennsyl- 
vania main line, a new type of composite 
steel and concrete deck span was the subject 
of specially interesting investigation. The 
results were compared not only with those 
obtained with open-floor deck spans but 
also with the American Railway Engineer- 
ing Association’s bridge rules and with the 
design specifications for this particular span. 
The span in question carries a single 
track and consists of two normal riveted 
plate girders 8 ft. 6 in. deep spaced at 7-ft. 
centres and braced in the usual manner, but 
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Section through composite span 


its deck comprises a 13-in. deep concrete 
slab embracing the top flanges of the 
girders in such a way as to form an integral 
part of the span for stress calculations. 
The span measures 83 ft. overall or 81 ft. 
between centres of bearings, and the track 
is seated on a 9-in. cushion of ballast 
between the sleepers and the slab. The 
slab is in the form of a trough in cross sec- 
tion, and has a 9-in. upward- and outward- 
sloping ballast-retaining flange on one side, 
and a corresponding 3-ft. flange on the 
other side, forming a footway for the per- 
manent way men. The overall width at the 
top of the slab over flanges is 16 ft. 

In addition to the bond between the con- 
crete of the slab and the girder flanges 
buried in it, the rivet heads provide a 
further substantial anchorage between the 


steel and concrete, with the result that—as 
confirmed by its behaviour during the tests 
—the entire concrete and steel section acts 
as a composite beam. 

The live loads each consisted of one of 
five types of locomotive, namely :— 


Type Weight 
(exclusive of tender) 
4-6-4 electric... ‘in i tons 
4-6-6-4 ,, «.. ts om 230 ,, 
4-6-2 steam a aoe CaF vw 
4-6-2 ,, eve ave wea 168 ,, 
4-8-2 ,, ar he 200 ,, 


Stresses and vertical deflections were mea- 
sured in each girder under these five 
locomotives running at speeds varying from 
5 m.p.h.—considered as a static loading— 
to 110 m.p.h. in the case of the electric, and 
99 m.p.h. and 76 m.p.h. in that of the 
passenger and freight steam locomotives, 
respectively. 

Generally, it may be said that, except in 
the case of one of the steam locomotives, 
there was only a moderate increase in 
impact effect relative to increases in speeds, 
and the static stresses recorded averaged 
only 74 per cent. of those calculated on the 
assumption that the concrete deck was not 
carrying any of the stress as a part of the 
composite beam. These recorded stresses 
were, moreover, only from 88 to 95 per 
cent. of those calculated for the span as a 
composite beam. 

The instrument readings showed a certain 


COMPARATIVE IMPACT STRESSES, 
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amount of vertical vibration or impact, 
known as “ track effect,”’ under the electric 
locomotives, though there were no periodic 
disturbing forces such as: unbalanced wheels 
produce. This “ track effect ’’ was rather 
greater than that provided for in the 
A.R.E.A. bridge rules calculations. 

The combined track and hammer-blow 
effect in the steam locomotive tests was 
well below the calculated values for open- 
floor deck spans, due, no doubt, to the com- 
bination of the stiff floor and ballast 
cushion. 

Apart from the vibrations set up by the 
moving loads, increase in stress directly due 
to speed never exceeded 5 to 6 per cent, 
The recorded transverse rolling effects pro- 
duced by the various locomotives were well 
below those assumed in the specifications 
and according to A.R.E.A. bridge rules 
calculations. 

It is noteworthy that the measured and 
calculated stresses in the girder-top flanges 
were, on an average, only 30 per cent. of 
those in the bottom flanges, thus conclu- 
sively proving that the concrete decking 
was acting as part of the upper flanges to 
form the top flange of the composite beam. 
The neutral axis of the cross section, 
instead of being central to the girders, is 
shown to be quite near the top flanges. 

To enable the recorded impact stresses 
in this composite span—under the various 
loadings and at different speeds—to be 
compared with those obtained from similar 
tests with two open-deck spans, and with 
the A.R.E.A. calculated values for the 
design and in the bridge rules, the table 
below has been compiled. The total 
recorded impact values shown are averages 
of five of the maximum impact effects for 
each locomotive used. 
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Recorded impact A.R.E.A. calculated 





























impact 
Test locomotive | Average | 
Span tested | (E. electric, S.steam)| speed | 
| Average | Maximum Design rns 
| | | | 
(| 4-6-4 se 6| 6 (oi4 15 31 24 
4-6-6-4 E. 82 | 14 15 31 21 
81-ft. steel and concrete deck ~ | 4-6-2 S. 88 | 39 42 66 6l 
span | 4-6-2 S. 83 21 | 22 66 55 
4-8-2 S. 72 | 21 | 25 66 59 
4-6-4 E. go | 4 | 55 39 42 
56-ft. open-deck span on 4-6-6-4 E. 90 | 39 46 39 32 
4-6-2 S. 72 | 59 68 88 67 
4-8-2 S. 57 | 35 42 88 63 
if 4-6-4 E. 87 26 27 28 24 
122-ft. open-deck span vg 4-6-6-4 E. 98 is 20 28 
} | 4-6-2 S. 86 29 30 45 52 
\| 4-8-2 S. 70 28 32 45 47 
! 














Triple-Purpose Oil Gun 


T° facilitate the application of all 

grades of penetrating oils and the 
injection of light lubricating oils, a com- 
bined spring oiler, blow gun and engine 
cleaner has been recently placed on the 
market by B.E.N. Patents Limited, High 
Wycombe, Bucks. 

This new model, No. 1755, is particu- 
larly suitable for spraying springs, brake 
rods and link gears, and for the removal 
of chassis squeaks. Many improvements 
are embodied to ensure easier handling 
and more efficient control. A special con- 
trol valve is incorporated which enables 
the flow of lubricant or cleansing medium 
to be varied from a light mist to a heavy 
spray by means of a simple adjustment. 





When desired, the flow of liquid can be 
shut off and the gun used as a blower. 
Another feature is the new handle-grip, 
which is arranged near the fluid container 
and provides better balance conditions, 
thus affording the operator easier hand- 
ling and directional control, and which 
also reduces fatigue. 

The handle is fitted with an improved 
air-valve, and a screwed boss is provided 
for hose attachment from any air com- 
pressor of 4 cu. ft. displacement at 80- 
150 lb. pressure. A refinement which will 
be appreciated, when using the gun on 
inaccessible parts, is the provision of a 
rotatable curved nozzle which may be 
turned in any desired direction. 

The general appearance’ of the gun is 
shown in the accompanying illustration. 
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Rolling Stock Conversion on the Taltal Railway 


A coach built in Great Britain in 1881 has been modernised for 
branch-line traffic 





Because of short supply of materials 
it has not been possible recently for the 
Taltal Railway to build or purchase new 
coaches. To meet changing conditions, 
therefore, it has been obliged to moderrise 
the oldest coach on the line. Particulars 


of Coach No. 1 are as follow : 

Builder Lancaster Carriage & 
Wagon Co. Ltd. 

5, no lavatory. 

8 first and 40 second class. 


Compartments . e 
Seating accommodation ... 


Tare weight ; 7-7 tons. 
Length over buffers 28 ft. 24 in 
Year of building ... .. 188. 
Approximate cost placed 

in service : = oa 


[The coach arrived in Taltal with two 
others of the same type during the time 
the line was being constructed. Locally, 











vehicles are being forced off the road, and 
consequently passengers are coming back 
to the railway, especially for conveyance 
over branch lines. 

The Traffic Department insisted that it 
required for branch working a vehicle with 
lavatory accommodation to convey a 
minimum of 6 first and 15 second 
passengers, together with a compartment 
for parcels, mail, and guard ; the maximum 
weight fully loaded was not to exceed 
10 tons. The Carriage & Wagon Depart- 
ment thereupon decided to convert Coach 
No. 1 to meet the wishes of the Traffic 
Department, and this was accomplished as 
is shown in the accompanying illustration. 

One first and 20 second class seats had 
to be sacrificed to provide toilet accom- 
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this class is known as Coches Ingleses in 
contradistinction to later coaches provided 
with centre corridor and lavatory accom- 
modation, called Coches Americanos. In 
view of this local discrimination of the 
coaches, with or withcut lavatory accom- 
modation, it is perhaps necessary to men- 
tion that all rolling stock on the Taltal 
Railway is of British manufacture. 

As a result of the petrol shortage, motor 





General arrangement of coach 
Exterior view of converted coach 





modation; corridor, and a compartment 
for the guard ; the latter space previously 
served two second compartments. 
The seating capacity is now 7 first and 
12 second class, but, in addition, there are 
seats for 8 persons in the guard’s compart- 
ment, available for company’s servants 
and their families. There are only two 
classes of passengers on this railway, 
namely, first and second. The first class 


class 
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Map showing the Taltal Railway 
and its connection with the Northern 
Longitudinal Raiiway 


compartment, is upholstered in cane with 
a floor covering of linoleum and racks for 
light luggage, whereas the second class 
seats are of the lath type. The roof is of 
wood, canvas covered. Taltal is situated 
within the so-called rainless belt. 

These three coaches have not been in 
regular service for many years, but have 
never been out of service, as they are 
staged at two strategic intermediate sta- 
tions and utilised on occasions when an 
excessive number of passengers unex- 
pectedly present themselves for conveyance 
in the down direction to the Port. 

With the exception of paint for outside 
and interior redecoration; the modernisa- 
tion of Coach No. 1 to a combination 
baggage-passenger car, may be said to be 
a labour cost only; the lavatory compart- 
ment was constructed from the surplus 
timber after taking down the partition 
dividing two second class compartments 
for accommodation of the guard. This 
coach has now been placed on regular duty 
on trains serving the Santa Luisa Plant 
of the Lautaro Nitrate Co. Ltd. and 





Mr. T. C. Thompson, the General Manager, 
in sending us the foregoing information, 
states that it is good for many more years 
of useful service. 

The Taltal Railway in Chile operates 
160 miles of 3-ft. 6-in. gauge track. Its 
rolling stock consists of 40 locomotives, 
18 carriages, 20 vans, 980 wagons, 35 oils 
tank wagons, 11 tank wagons, | rail motor- 
car, and 1 ambulance car. 
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Automatic signalling on the Canadian Pacific Railway 
(See page 652 and editorial note on page 634) 


The home signals at the east end of White River Yard, C.P.R. 
gantry in the background 
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PERSONAL 


We regret to record the death on 
June 16 of the Rt. Hon. Lord Davies of 
Liandinam, aged 64, a Director of the 
Great Western Railway Company since 
1922, and formerly Chairman, Cambrian 
Railways Company, and Deputy-Chair- 
Barry Railway Company. 


man, 





Mr. O. V. Bulleid, who, as recorded in 
our June 9 issue, has relinquished the 
Presidency of the Institution of Loco- 
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RAILWAY NEWS SECTION 


August, 1918, and was demobilised in 
February, 1919, after which he returned 
to Doncaster. In 1920 he was appointed 
Assistant Carriage & Wagon Superin- 
tendent, and in April, 1923, he became 
Assistant to Chief Mechanical Engineer, 
L.N.E.R., which position he held until 
he joined the Southern Railway as Chief 


Mechanical Engineer. In 1939 Mr. 
Bulleid was elected a member of the 
Permanent Commission of the _ Inter- 
national Railway Congress Association, 


and last year he was appointed to repre- 






Mr. W. S. Graff-Baker, Chief Mechanical 
Engineer (Railways), London Passenger 
Transport Board, who, as recorded in our 


June 9 issue, has succeeded Mr. O. V. 
Bulleid, Chief Mechanical Engineer, 
Southern Railway, as President of the 


Institution of Locomotive Engineers, was 
educated at Colet Court and St. Paul’s 
Schools, Cleobury Mortimer College and 
Johns Hopkins University, and at the 
City & Guilds (London) Central Technical 
College, where he obtained his B.Sc. 
degree and A.C.G.I. diploma. He joined 





Mr. O. V. Bulleid 


Chief Mechanical Engineer, Southern Railway, 
President, Institution of Locomotive Engineers, 1939-44 


motive Engineers, which he has held since 
Chief Mechanical 


1939, was appointed 

Engineer of the Southern Railway in 
1937. Mr. Bulleid joined the former 
Great Northern Railway in 1901, as a 


premium apprentice at Doncaster. In 
1906 he was made Assistant to the Loco- 
motive Running Superintendent, and, in 


the next year, Assistant to the Works 
Manager. He left the G.N.R. in 1908, 


to become Assistant Works Manager at 
the Freinville Works of the French West- 


inghouse Company. In 1910 he was 
i_ppointed Mechanical Engineer to the 


Exhibitions Branch of the Board of Trade 
for the Brussels and Turin Exhibitions of 
1910 and 1911. He returned to Doncaster 
in 1912, as Personal Assistant to Mr. 
H. N. Gresley. ‘In 1914 Mr. Bulleid was 
commissioned in the Army Service Corps; 
he served at G.H.Q. and Army Head- 
quarters in France, and was promoted 
Major in 1917. He was transferred to 
Richborough as Works Manager in 


sent the Institution of Mechanical Engi- 
neers on the War Damage (Earth Move- 
ments) Committee of the Institution of 
Civil Engineers. 





Mr. C. E. Rooke, who retired recently 
from the position of General Manager, 


Nigerian Railway, has been nominated a 


Director of the Trans-Zambesia Railway 
Co. Ltd. 
We regret to record the death on 


June 17, at the age of 71, of Lord Her- 
bert Scott, C.M.G., D.S.O., D.L., Chair- 
man of the Westinghouse Brake & Signal 
Co. Ltd., and a Director of the Consoli- 
dated Signal Co. Ltd. and many other 
companies. He was President of the 
Federation of British Industries in 
1934-35. 


Mr. C. Clarence Horton has_ been 
appointed Assistant General Manager of 


the Central Uruguay Railway. 


Mr. W. S. Graff-Baker 


Chief Mechanical Engineer (Railways), L.P.T.B., 
Elected President, Institution of Locomotive Engineers 


the ‘‘ Underground ’’ in September, 1910, 
and, after spending some time in the 
workshops and drawing office of the Chief 
Mechanical Engineer’s Department and in 
the Traffic and Civil Engineer’s Depart- 
ments, he was appointed Junior Technical 
Assistant in the Chief Mechanical 
Engineer’s Department in October, 1912. 
In April, 1913, he was made an Assistant 
in connection with the maintenance of 
lifts and escalators, and later for new 
escalator installations, and in March, 
1921, Electrical & Personal Assistant with 
responsibility also, under the Chief 
Mechanical Engineer, for equipment of 
new rolling stock. In December, 1921, 
Mr. Graff-Baker was given the title of Car 
Superintendent, and a year later was 
appointed Assistant Mechanical Engineer, 
which post he carried on under the 
London Passenger Transport Board, until 
he was appointed Chief Mechanical 
Engineer (Railways)) in 1935. Mr. Graff- 
Baker was seconded to the Ministry of 
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Supply as Deputy Director-General, Tank 


Production, from July, 1940, to June, 
1941. 

Due to ill-health Captain H. Fitz- 
Herbert Wright has resigned the Chair- 


manship, and his seat on the board, of 


the Butterley Co. Ltd The Managing 
Director, Mr. E. Fitzwalter Wright, has 
been appointed Chairman & Managing 


Director. 


Mr. G. A. Gribble, Goods Station Work- 
ing & Cartage Assistant, Operating 
Manager’s Office, Glasgow, L.M.S.R., 
who, as recorded in our June 16 issue, has 
been appointed Cartage Working Assist- 
ant, Chief Operating Manager’s Office, 
Watford, joined the former Midland Rail- 





A. Gribble 


Mr. G. 


Appointed Cartage Working Assistant, 
Chief Operating Manager’s Office, L.M.S.R. 


way at Great Bridge, and later was trans- 
ferred to the District Manager’s 
Office, Birmingham, as Canvassing Clerk; 


Goods 


subsequently he acted as Personal Clerk 
to the District Goods Manager. In 1922 


he was appointed Staff & Personal Clerk 
to the District Manager, and in 
1925 was made Assistant Chief Staff Clerk, 
District Manager’s Office, Curzon 
Street, Birmingham. In 1927 he became 
Chief Clerk, Lawley Street Station, 
Birmingham, and three years later was 
appointed Goods Agent, Central & Monu- 
ment Lane Stations, Birmingham; subse- 
quently _ he transferred as Goods 
Agent, Coventry From 1932 to 1935 he 
was Cartage Assistant, and from the latter 
year until September, 1942, Station Work- 
ing Assistant, to the District Goods 
Manager, Birmingham. Mr. Gribble then 
transferred to Scotland Assistant 
to Operating Manager (Goods Station 
Working & Cartage), and now succeeds 
the late Mr. H. W. Faircloth as Cartage 
Working Assistant, Chief Operating 
Manager’s Office, H.Q., Watford. Mr. 
Gribble represents the L.M.S.R. on the 
Glasgow Port Emergency Committee. 


Goods 


Goods 


was 


was as 


We 
age of 
Director of 


the death, at the 
Balfour, a 
Ltd. 


regret to record 
69, of Mr. Bertram 
Arthur Balfour & Co. 


The late Mr. S. E. Baker, who was a 


Director of the Bristol Tramways & 
Carriage Co. Ltd., left £91,887. 
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The Minister of Fuel & Power has 
appointed Mr. Harold Hobson, General 
Manager of the Central Electricity Board, 
to be Chairman, in place of Sir Archibald 
Page, who is resigning for health reasons 
as from July 31. The Board has 
appointed Sir Johnstone Wright, Chief 
Engineer, to be General Manager, and 
Mr. J. Hacking, Deputy Chief Engineer, 
to be Chief Engineer. 


We regret to record the death on June 
12 of Lt.-Colonel Richard Trevithick 
Gilbertstone Tangye, O.B.E., a Director 
of Tangyes Limited (af which he was 
Chairman from 1930 to 1934). Colonel 
Tangye was Deputy Licensing Authority 
for the Metropolitan and South Eastern 
Traffic Areas trom 1934 to 1940. 


L.N.E.R. APPOINTMENTS 
Ihe L.N.E.R. announces the following 
appointments :— 
Mr. W. H._ Burton, Yardmaster, 
Sheffield, has been appointed Station- 
master, Sheffield (Victoria). 


Mr. P. J. Turner, Goods Agent, Ard- 
wick & Openshaw Depots, Manchester, 
has been appointed Goods Agent (acting), 
Sunderland. 

We the death of Mr. 
Percy Stuart Turner, a Vice-Chairman of 
Associated Electrical Industries Limited, 
and Chairman of Metropolitan-Vickers 


regret to record 


Electrical Export Co. Ltd., Edison Swan 
Electric Co. Ltd., Edison Swan Cables 
Limited, and Ferguson Pailin Limited. 


We regret to record the death on June 
16 of Mr. William Henry Stoker, Arbi- 
trator & Chairman for the Ministry of 
Labour in industrial disputes since 1916. 


Major H. E. Hickmott, who has been 
Managing Director since the inception cf 
Ribble Motor Services Limited on June 6, 
1919, has come to the conclusion that his 
health will not allow him to continue to 
carry on after the 25th anniversary of the 
inception of the company. He has agreed 
to continue in harness until the end of 
1944, and the directors have appointed 
Mr. . H Bottomley, Acting General 
Manager, to relieve him of some of the 
burden during the remaining six months 
of the year Major Hickmott had hoped 
to be able to carry on until the end of the 
war. 

L.M.S.R. 

The L.M.S.R. 
appointments : — 


APPOINTMENTS 


announces the following 


Mr. I. Parkes, Assistant Stationmaster, 
Preston, to be Assistant District Con- 
troller, Wigan, vice Mr. J. Dootson, 
retiring. 

Mr. H. S. Saddington, Assistant Dis- 
trict Controller, Wellingboro’, to be 
Assistant District Controller, Chester, 
vice Mr. J. A. McMullen, promoted. 

Mr. J. P. McEvoy, Assistant District 


Controller, Gowhole, to be Assistant Dis- 
trict Controller, Wellingboro’. 


Mr. J. H. Hambridge, Assistant Dis- 
trict Controller, Peterborough, to be 
Assistant District Controller, Gowhole. 

Mr. K. W. Marston, District Foreman, 
Carriage & Wagon Department, Wigan, 
to be District Foreman. Carriage & 
Wagon Department, Preston, vice Mr. 


A. V. Brown, retired. 


Lt.-Colonel H. B. Riggall, a Director of 
the company, has been appointed Assist- 
ant Managing Director of Ruston & 
Hornsby Limited. Mr. Walter Haynes, 
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Director & Secretary of the compan, is 


retiring from his executive  secr ial 
duties on June 30, but will rema a 
Director. Mr. Geoffrey Pawlyn, ief 
Accountant, has been made a Dir «tor 


and appointed Secretary as from July 1, 
but will continue to be Chief Account nt. 


Mr. William B. Shelton, Acting Disirict 
Controller, Willesden, L.M.S.R., who as 
recorded in our June 16 issue, has |ven 


appointed District Goods, Passenge & 
Docks Manager, Barrow, joined he 
former L.N.W.R. as a_ probatione in 
1915. He obtained experience at Que:n’s 


Park, Kilburn and Willesden until e rly 
in 1917, when he was commissioned in the 
Royal Flying Corps as an observer in kite 





Mr. W. B. Shelton 


Appointed District Goods, Passenger 
& Docks Manager, Barrow, L.M.S.R. 


balloons. After serving in Aden and 
Palestine, he returned to railway service in 
July, 1919, and in 1920 was appointed 


Runner to the District Superintendent, 
Manchester. At the end of 1921 he 
became Superintendent of the Line’s 


Runner at Preston, and in 1925 was made 
Assistant District Controller, Heaton 
Norris. Four years later he was appointed 
Operating Assistant to the District Trattic 
Superintendent, Abergavenny. He became 
District Controller, Huddersfield, in 1931, 
and District Controller, Birmingham (New 
Street) in 1932. During 1938-39 Mr. 
Shelton served on a headquarter’s com- 
mittee which inquired into district control 
organisation; he returned to Birmingham 
(New Street) in July of the latter year, 
and in March, 1940, was appointed tem- 
porarily to the position of District Con 
troller, Willesden. 


We regret to record the death on June 
16, at the age of 80, of the Rt. Hon 
Lord Clyde, Lord Justice-General for Scot- 
land and Lord President of the Court of 
Session from 1920 to 1935, who formerly 
had a large practice in Scotland and held 
retainers for the Caledonian Railway Com- 
pany and several other Scottish railway 
companies. 


The late Mr. F. H. Cowell, who was 
District Passenger Manager, Manchester, 
L.M.S.R., left £19,641. 
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L.M.S.R. Branch Line Closure 

The passenger train service on the Yate- 
Thornbury branch (Gloucestershire) of the 
L.M.S.R., was withdrawn at the close of 
work on Saturday last, June 17. Iron 
Acton Station has been closed entirely 
excepting for coal traffic. Parcels traffic 
continues to be dealt with at Tytherington 
and Thornbury Stations by goods train 
services. 


Civilian Air Raid Casualties in May 
[he Ministry of Home Security has 

announced the following figures of civilian 

casualties due to air raids in the United 

Kingdom during May :— 

Killed (or missing, believed killed) oss ona 68 

Injured and detained in hospital ... se ‘inte 75 
The casualties are classified as follow :— 


Men Women Underl6é 
Killed (or missing, believed 


killed) Bes on a ae 32 10 
Injured and detained in hos- 
pital... aoe ic oe: 38 | 


G.N.R. (Ireland) Train Alterations 

From June 1 an additional express is 
run daily from Dublin (Amiens Street) to 
Bundoran at 8.45 a.m., calling at Drogheda, 
Dundalk, Clones, Pettigo, and Ballyshan- 
non, and certain other stations condition- 
ally, and reaching Bundoran at 1.45 p.m. 
The return express leaves Bundoran at 
11.45 a.m., and with additional stops 
between Clones and Dundalk, after which 
Drogheda is the only stop to Dublin; it 
reaches Amiens Street at 5.35 p.m. The 
9.5 a.m. from Belfast to Armagh is extended 
to Clones, and a new train runs from Clones 
at 2.23 p.m. to Armagh, Portadown, and 
Belfast (due 6.15 p.m.) in connection with 
these Bundoran services ; also the previous 
11.55 a.m. all stations service from Bun- 
doran to Bundoran Junction now runs at 
8.50 a.m. instead, and an additional all 
stations train is run at 12.35 p.m. from 
Bundoran Junction to Bundoran, The 
9.40 a.m. express from Belfast to Dublin 
calls additionally at Lurgan on request. 
The 5.45 p.m. (Sundays) express from 
Dublin to Belfast leaves Amiens Street at 
5.30 p.m. Certain local trains are cancelled 
between Dublin and Howth, Donabate, 
Malahide, and Drogheda. 


Transport for Harvest Workers 

Arrangements for the conveyance of large 
numbers of additional farm workers required 
for the harvest have been simplified by a 
Ministry of War Transport Order which 
allows the use of motor goods vehicles for 
this purpose without the issue of the public 
service vehicle permits and road service 
permits, which are normally necessary. 
The Order, which became effective on June 
19, remains in force until November 30. 

Motor vehicle insurers have agreed that 
the arrangements for insurance cover for 
the carriage of farm workers on motor goods 
vehicles shall again be effective during the 
1944 harvesting season, as they were during 
the harvest of 1943. Existing policies of 
motor goods vehicles normally cover the 
legal liability of the owner and driver 
towards passengers who are being carried 
by reason of, or in pursuance of, a contract 
of employment, provided that the vehicle 
is not being used for the carriage of passen- 
gers for hire or reward. In view, however, 
of the fact that some vehicles may be used 
for the carriage of passengers for hire or 
reward, and the probability that some of the 
farm workers will not be under contract of 
employment and, therefore, will not be 
carried by reason of, or in pursuance of, a 
contract of employment, the haulier should 
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protect himself by covering his liability. 
Cover will normally be available at the fol- 
lowing rates: 10s. a vehicle for a period not 
exceeding two months, plus 5s. a vehicle for 
every month thereafter. 


Severn & Wye Joint Station Closed 

Milkwall Station, on the Severn & Wye 
Joint Railway (G.W.R. and L.M.S.R.), has 
been closed for all traffic excepting that for 
private sidings. Parcels and goods traffics 
(excepting that for private sidings) are 
being dealt with at Coleford Station. 


Fewer London Taxis 

At a trade conference convened by the 
Cab Section of the Transport & General 
Workers’ Union, figures are to be presented 
showing that before the war there were 
about 7,800 taxis and some 11,400 drivers 
licensed in the Metropolitan Police Area. 
At present there are fewer than 5,000 taxis 
and about the same number of drivers. No 
new cabs are being built, and the immediate 
post-war outlook is regarded as serious. 


British Railways and the Invasion 

The part to be played in the transport 
of goods by the British railways in mount- 
ing the invasion of Western Europe has 
been a subject of detailed discussion 
between the War Office and the railway 
and port authorities during the past 18 
months. The essential point to be estab- 
lished in such preliminary planning was 
the maximum tonnage of goods to be 
handled through the various port areas. 
The next consideration was to lay 
out British and American depots so that 
these could despatch their tonnages to 
ports in such a way as to impose the least 
possible burden on the railways. The 
Force served by each port makes a bid for 
its needs, and this bid is related to the 
lift available and other facilities for pro- 
visioning it. When a decision has been 
taken, it becomes the responsibility of the 
Freights Movement Directorate in the 
War Office to arrange for the necessary 
lift. To this end, skeleton timetables were 
built up for use between every depot and 
every port. These, when filled in, gave 
details of the depot, the times of depar- 
ture and arrival at the port of special 
trains, the code number of these trains, 
whereby they are summoned to action, the 
maximum number of wagons they could 
pull, and the route by which the journey 
was to be accomplished. 

This system has been in operation for 
the past twelve months, and during this 
period the railways have acquired a precise 
idea of the nature of their task in assisting 
to mount the invasion. The Southern 
Railway, one of the lines most affected, 
is concerned in peacetime more with pas- 
senger traffic than with the transport of 


goods. To meet the demands of the new 
task, the Southern Railway provided 
extra loops, additional sidings, yards, 


etc., to cope with the abnormal volume of 
goods. It was not found necessary to 
increase the rolling stock of the British 
railways substantially. The available 
quantities of locomotives, carriages, and 
wagons were sufficient to undertake the 
great task of transporting to the ports 
the armies, their armaments, and their 
stores. The hundreds of American loco- 
motives imported into this country were 
not primarily for use in mounting the 
invasion, but were sent here for subse- 
quent use on the Continent. 

The extra volume of operational traffic, 
the demands made on the railways by the 
intake of American Forces arriving in this 
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country, and the transfer of goods to the 
railways from a great deal of coastal 
shipping that was needed for operational 
purposes, combined to cause the railways 
to adopt a system of allotting priorities to 
goods traffic. Number One priority was 
reserved for operational needs, and last 
on the list came non-essential civilian 
traffic. The reservation of space for 
essential goods resulted in a considerable 
curtailment of the production of such raw 
materials as pig-iron and steel. A high 
proportion of ‘‘invasion’’ goods, esti- 
mated at some 80 per cent., is transported 
by special trains. The remainder is car- 
ried by ordinary goods services. 


German Express Trains Discontinued 

The Germans have announced officially 
that express and long-distance trains on 
Sundays have been discontinued in 
Germany from June 18, excepting for 
leave trains for troops and international 
connections. The locomotives and railway 
personnel thus made available will be used 
to transport war materials. 


Travel Restrictions on Foreign 
Workers in Germany 

The twelve million foreign workers in 
Germany were placed under a strict travel 
ban as from May 1, from which date no 
foreign worker in Germany has been allowed 
to travel anywhere inside the territory of 
the Reich unless he is the holder of a 
special Reiseschein (travel certificate), issued 
only in cases of the utmost urgency or 
necessity. 


Electric Traction Discontinued 
in Eire 

The drastic cuts ordered in electricity 
consumption in Eire include the prohibi- 
tion of electric current for traction pur- 
poses. They have resulted in the suspen- 
sion from Monday, June 12, of the 
Drumm battery train services between 
Harcourt Street Station, Dublin, and 
Bray. All tram seryices in Dublin were 
discontinued as from the same date. In 
part replacement of the Hill of Howth 
tramway of the Great Northern Railway, 
a bus service is being worked between 
Sutton Station and Baily Post office, but 
nothing between Baily and Howth. 


Special Kitchen Carriages in Germany 

The problem of catering on a large scale 
for German soldiers whose journeys to and 
from the fronts often take several days 
and nights is stated to have been solved 
by the German military authorities and 
the Reichsbahn management. A number 
of high-capacity goods wagons have been 
converted to special kitchen carriages, the 
majority of which are equipped with two 
cooking boilers of 66 gallons capacity and 
a coffee boiler of 22 gallons capacity, also, 
water tanks, potato and vegetable recep- 
tacles, acupboard for crockery, and a table. 
Kitchen carriages attached to hospital 
trains have facilities for the preparation of 
special diet dishes, and in some cases a 
pantry carriage is attached in addition to 
the kitchen carriage. The crew of each 
kitchen carriage comprises one non-com- 
missioned officer and three private soldiers. 
The provisions taken aboard a_ kitchen 
carriage attached to a normal leave- 
train include the following approximate 
daily rations: 37} lb. of meat and fat, 
44 lb. of bones, 44 Ib. of vegetables, 44 Ib. 
of potatoes, 66 Ib. of soup extracts, 2} Ib. 
of soup condiment, 13} Ib. of salt, 33 Ib. of 
coffee substitute, and 44 Ib. of coal. 

It is stated, however, that these kitchen 
carriages are less efficient than the railway 
catéring trains, which are intended for 
service in areas where sudden mass feeding 
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is required, and where no stationary mass 
feeding establishments are available. Each 
of these trains consists of several kitchen 
carriages and a water reservoir van with 
tanks containing some 1,500 gallons of 
water. It is claimed that certain of these 
trains are able to distribute some 15,000 
portions each a day, in addition to some 
4,500 field rations. Members of the kitchen 
carriage crew have their living quarters 
in an attached special carriage. 


German-Controlled ‘* International ’’ 
Railway Conference 

It is reported that an International Rail 
way Conference was held recently under 
enemy auspices, and was attended by 
representatives of Germany, Croatia, Den 
mark, France, Hungary, Roumania, Serbia, 
Slovakia, and Switzerland. International 
express-train traffic is stated to have been 
the main subject of discussion, and the con- 
ference is said to have decided, inter alia, to 
introduce a fast light train between Vienna 
and Bratislava. Earlier reference to an 
International Railway Conference convened 
by Germany was made in our issue of 
October 22, 1943 (page 419). 


German Hotel Accommodation 
Che problem of hotel accommodation for 
railway travellers in bombed areas in 
Germany is becoming more serious as more 
hotels are either destroyed or made unin 


habitable by bomb or fire damage. From 
a conference held recently between the 
German Tourist Traffic Department and 


the Chamber of Commerce, Diisseldorf, it 
ippears that in a certain Rhineland town, 
believed to be Diisseldorf, all hotels have 
been either destroyed or damaged so 
extensively to make _ reconditioning 
impracticable. To provide accommodation 
for railway travellers, ‘‘ hotel huts” are 
being erected, each with sleeping accommo- 
dation and the necessary service rooms. 
Che German hotel industry is said to have 
established a special fund, maintained by 
contributions from hotels still in working 
order, which is to form the financial basis 
of a post-war reconstruction scheme for 
hotels in the bombed areas. 


as 


New Bucharest—Craiova Line 

[The building of the much-discussed 
new main-line railway between Bucharest 
ind Craiova has been taken in hand, 
uccording to a Roumanian statement. 
The new line is intended not only to 
develop a rich cereal region but also to 
form relief line to the present single- 
track 155-miles main line between 
Bucharest and Craiova, via Piteshti. At 
Videle the new line is to connect with the 
terminus of the 40-mile line from Giurgiu; 
further west, at Roshiori, contact is to 
be made with two lines connecting with 
the Danube ports of Zimnicea and Turnu 
Magurele; and at Caracal it will cross the 
Corabia—Piatra Olt line. The new rail- 
way will shorten considerably the connec- 
tion between Bucharest and Timishoara, 
is the distance between the capital and 


a 


Craiova will be only 964 miles. Work in 
connection with the. embankments has 
been let to the Dynamica concern, at a 


cost of Lei 128,200,000, and is intended 
to be completed by May 15. 


Low-Temperature Refrigerator 
Wagons in Germany 

The Reichsbahn has made important 
additions to its fleet of refrigerator wagons 
in recent years, including a special type 
of low-temperature refrigerator wagon 
equipped for the conveyance of solidified 
carbonic acid snow, commonly known as 
“ dry ice.”” The official Reichsbahn desig- 
nation of this type of wagon is Tiefkithlwagen 
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mit Sondereinbauten fiir Trockeneis, and the 
distinguishing mark on the sides of the 
wagons is “ Tgg.’’ The interior of a Tgg- 
wagon is divided into two containers with a 
combined capacity of 23,100 lb. of low- 
temperature frozen foodstuffs or 33,000 Ib. 
of “dry ice.” Among the advantages 
claimed for the use of Tgg-wagons as com- 
pared with common refrigerator wagons 
is that packings can be dispensed with 
and that there is less loss through evapora- 
tion. 

The number of Tgg-wagons is limited, and 
the Permanent Goods Rates Commission of 
the Reichsbahn is considering charging users 
of Tgg-wagons a special supplement for the 
advantages afforded by these vehicles 
probably a 10 per cent. addition to the 
ordinary rates. 


Producer-Gas Vehicles in Sweden 

According to a traffic census taken on 
the Swedish roads in October, 1943, no 
less than 99-3 per cent. of all motor vehicles 
operating road services are working on 
producer-gas. Inclusive of motorcars and 


. 7 . 
American Wartime Aid 

An interesting and complex series of 
arrangements had its culmination on 
Wednesday, June 21, in a little ceremony 
in the Library of the Ministry of Labour, 
7, St. James’s Square, when a cheque for 
$73,000 passed to the Railway Convales- 
cent Homes, representing a noteworthy 
gesture on the part of U.S.A. railwaymen 
towards British railwaymen and _ their 
dependants suffering from the effects of 
enemy bombing. 

The somewhat complicated arrange- 
ments date from September 15, 1942, when 
Mr. H. Haigh, Secretary of the Railway 
Convalescent Homes, received a telephone 
call from the Minister of Labour explain- 
ing that American railwaymen, represented 
by the railway brotherhoods of America, 
had cabled the Ministry of Labour in 
London to the effect that they wished to 
give a sum of money large enough to pro- 
vide a home where British railwaymen and 
their dependantscould rest and recuperate 
after having experienced the effects of 
enemy bombing. The Ministry of Labour 
sought the advice of the three British 
railway unions, and their representatives 
advised that the Railway Convalescent 
Homes formed the most suitable organisa- 
tion to undertake the task. 

The Ministry of Works then sought a 
suitable property and eventually located 
the Bedford Hotel at Buxton, which was 
inspected by the Trustees of the Railway 
Convalescent Homes. Although. the offer 
from America then seemed to be hanging 
fire, the Trustees nevertheless decided to 
purchase the hotel and the contents. It 
has 45 bedrooms, each with hot and cold 


water, a handsome dining room which 
will seat 120 persons, two _ beautiful 
large lounges, and some smaller 


lounges. The hotel is handsomely fur- 
nished and is provided with an electric 
lift. Since the Trustees of the Railway 
Convalescent Homes purchased it, early 
in 1943, the previous owners have con- 
tinued to run it as a private hotel. 
Nothing further was heard of the 
American offer until about two months 
ago, when the Ministry of Labour informed 
Mr. Haigh that the money had arrived 
from America. By this time, however, 
the Ministry of Labour had come to the 
conclusion, after a careful study of the 
work of the Railway Convalescent Homes 
and the way it was effected, that they 


were already doing the work which 
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other types of mechanically - propelleq 
vehicles, there were 77,755 motors workino 
in Sweden by the end of 1943, compared 
with 79,526 a year previously. Of these 
70,780 were producer-gas worked, against 
72,781 at the end of 1942. The present 
total of 77,755 represents less than a third 
of the number of motor vehicles (248,900) 


on the road in pre-war days. The motor 
vehicles belonging to the Swedish Armed 
Forces are not included in these figures, of 


course. 


Compulsory Production of Railway 
Sleepers in Hungary 

In accordance with an Order issued by the 
Hungarian Ministry for Industry & Traffic, 
which became effective on April 26, saw 
mills are now compelled to produce at least 
one railway sleeper for every cubic metre 
of beech wood sawn, conforming to the 
requirements of the Hungarian State Rail- 
ways. Monthly quantities so produced 
must be offered for sale to the State Rail- 
ways, at the official prices, not later than 
the 8th of the next month, 


for British Railwaymen 


American railwaymen desired, to all 
intents and purposes. The Ministry of 
Labour expressed the view that there was 
at present a greater need for a rest home 
for nurses and midwives than for a new 
home for railway workers suffering from 
the effects of air raids. In these circum- 
stances, the Trustees offered to place the 
Buxton property at the disposal of the 
nurses at the nominal rent of a £1 a year. 
rhis offer was accepted, and an organisa- 
tion called the Council for the Provision 
of Rest Break Houses for Nurses & Mid 
wives was legally established, with Lady 
Radnor (wife of the Deputy-Chairman of 


the Southern Railway) as Chairman; it 
will begin its work on August 1 next. 


The R.C.H. Trustees have loaned the new 
organisation one of its matrons who is a 


trained nurse, to act as Warden of the 
rest break house. 

In view of these circumstances, the 
donors of the money from America con- 
sider that the Railway Convalescent 
Homes should still have the money 


especially as the nurses will give up the 
Buxton property at the end of six months 
after the signing of an armistice between 
Germany and England, and the home will 
revert to the use of railwaymen. 


Gifts from the various sections of the 
workers in the U.S.A. intended for the 


benefit of corresponding workers in this 
country have been pooled under the 
auspices of the British War Relief Society 


Incorporated of the U.S.A., and it is 
through that body that the money is 


forthcoming. The same body is providing 
some further money to enable the nurses 
to begin their venture 

At the ceremony last Wednesday, Mr. 
Bertram de N. Cruger, London Chairman 
of the British War Relief Society, handed 
over to Mr. McCorquodale, M.P., Joint 
Parliamentary Secretary to the Ministry 
of Labour, the cheque for $73,000. Mr. 
McCorquodale then handed this cheque to 
Colonel Eric Gore-Browne, 7 5.C., 
O.B.E., T.D., A.D.C., Chairman of the 
Southern Railway Company, who received 
it on behalf of the Railway Convalescent 
Homes, and outlined the growth of that 
organisation from its modest formation in 
January, 1899, to its present strength of 
more than 360,000 railwaymen and 
women. The Buxton property is the 
ninth of its homes. 
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Automatic Signals on the 


C.P.R. 


rhe Canadian Pacific Railway recently 
put into service the longest section of 
automatic signalling placed in operation 
in North America for several years, 
between Chapleau and Schreiber, 250 
miles. The cost of it was a little over 
$1,000,000 and the work has taken only 
11 months to carry out. Priority for pur- 
chase of materials was accorded by the 
Government, as the line is carrying an 
increasing and important war traffic. The 
route lies in the White River sub-division 
from Chapleau to White River, 130 miles, 
thé remainder is in the Heron Bay sub- 
division; both sections are in the Algoma 
district. The average traffic is 30 trains 
a day. 

The well-known ‘‘ absolute-permissive ”’ 
circuits are used, with the 3-aspect ‘‘search 
light’’ type signal units; the signals 
are carefully located to afford the maxi- 
mum facilities for when trains have to 
meet at crossing loops. Local power was 
obtained in the towns of Chapleau and 
Schreiber; from Localsh, on the White 
River sub-division, a 102 pole line was 
run to carry power east to Wayland and 
west to White River. This also serves 
industrial purposes in the district. Some 
of the equipment was provided by the 
C.P.R. workshops. The signals are oper 
ated by batteries, trickle charged through 
rectifiers from the a.c. mains. The illus 
tration on page 646 shows a ‘“‘stop and 
proceed ’’ type signal at the east end of 
the vard at White River. The outgoing 
‘absolute’’ signals are seen on the 
gantry beyond. 


L.N.E.R. Line Blocked by 
Cloudburst 


In these days of manpower shortage the 
trials of a railway district engineer can 
be many; and it is unfortunate when they 
are increased by freakish weather. Such 
in instance occurred at 6 p.m. on May 
29 at Hadfield, Derbyshire, when the 
heaviest rainfull for 30 years caused the 
four tracks of the Manchester-Sheffield line 
of the L.N.E.R. to be submerged to a 
depth of over a foot for a distance of a 
quarter-of-a-mile. So great was the force 
of water pouring down the mountainside 
that in four minutes 700 tons of boulders 
(some weighing over 2 cwt. each), with 
turf and stones, had forced a breach 15 
vards wide through a stone boundary wall 
ind were washed against a goods train 
which had been stopped by a signal on the 
down loop line. 

The water gravitated towards 
side, and then spread some 500 tons 
of silt over the track; signal wires 
and point rodding were _ blocked, 
and the level-crossing timbers at 
Torside were torn up. It then found 
escape down the embankment, which was 
washed out in five places over a distance 
of 100 yards. East of the scene of this 
incident, a culvert carrying a stream 
beneath the railway became choked by 
debris brought down by the water, and 
caused the stream to rise and ultimately 
to join the torrent pouring down the 
mountainside and flooding the track. 

Having arrived by light engine soon 
after the deluge, the District Engineer and 
\ssistant District Superintendent, with 
the help of three inspectors, a local ganger 
ind three men, _ personally cleared 
obstructing timber from the track at the 
level-crossing and removed a large amount 
of debris from the main line. At 


Tor- 
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10,30 p.m. they declared the up and 
down main lines open to traffic at 
caution. 


It was fortunate that the goods train 
standing in the down loop line took the 
brunt of the weight of the onslaught. Had 
the train not been there the 700 tons of 
rubble would have spread itself over the 
main line, and the traffic hold-up would 
have been much more serious and of 


L.N.E.R. Staff Training in 
Telecommunication 


To shorten the training period of tele- 
graph and telephone operators so that 
they can take their places in the wartime 
organisation in the shortest possible time, 
special aids have been devised by the 
L.N.E.R. Clerks attending the training 
centres in the Southern Area have at their 


disposal for practice single-needle tele- 
graph instruments at which students, 


working in pairs, can converse in the 
Morse code. Special individual training 
instruments are also available on loan for 
use at stations where there is probationary 
staff. Advice on learning to ‘‘ read’’ the 
telegraph, when an instrument is not 
available, is given in a special text-book 
which also presents full information on 
the procedure to be followed. 


New Montreal 


Reference is made in the annual report 
of the Canadian National Railways system 
for the year 1943 to the fact that tenders 
have been sought for the construction of 
a new line from Eastern Junction 
(Montreal) to Bout de l’Isle. This line 
forms part of the extensive plan for the 
elimination of level crossings on the Island 
of Montreal, under Orders of the Board of 
Trade Commissioners. Its construction 
was approved by the Canadian Parliament 
in 1931, and sufficient funds were voted 
for the purpose. However, circumstances 
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longer duration than that of 44 hours 
which took place. The up loop line was 
opened for traffic 48 hours after the occur- 
rence; but the down loop, and the goods 
train and engine in it, were not freed until] 
five days afterwards. The considerable 
amount of work necessary for bringing the 
line to its normal condition is being 
carried out by the existing staff of the Dis 
trict Engineer, Guide Bridge. 


The booklet, which has photographic 
cover pages, has been produced by the 
Advertising Manager of the L.N.E.R. in 
a size suitable for the pocket or lady’s 
handbag, so that members of the staff may 
carry copies for reference. 

A companion booklet, also devised by 
the Advertising Manager at the request 
of the Passenger Managers of the 
L.N.E.R., contains information necessary 
in the training of switchboard operators. 
Arrangements are in hand for the 
inauguration of special training courses 
during which operators of switchboards, 
whatever the size, will have the oppor- 
tunity of attending main L.N.E.R. Tele 
phone Exchanges and receiving advice on 
enunciation, courtesy, and the correct tise 
of instruments. By co-operation with the 
Post Office Telephone authorities, mem- 
bers of the existing L.N.E.R. telephon 
staff have been trained as instructors. 


Approach Line 
value to the _ railway, 
wartime necessity because it 


and is a 
will shorten 


by 76 miles the distance now covered 
by freight trains between Longue 


Pointe and Turcot Yard, thus speeding 
traffic movements and making possible a 
material saving in operating expenses. 
The new line will also make possible th« 
abandonment of 32 miles of track on the 
Montfort-Joliette line, which was author- 
ised by the Board of Transport Commis 
sioners in 1940. This abandonment 
will result in the recovery of 6,200 tons of 





intervened, and, apart from 
the acquisition of nearly all |9 5 


10 Miles 2g. 





the land required for the 
right-of-way, no further 
expenditure was incurred. 
Wartime traffic having 
thrown an_ exceptionally 
heavy burden upon the 
facilities on the Island of 
Montreal, the construction 
of this line at the earliest 
possible moment became 
imperative, and authority 
was therefore sought by 
Order-in-Council under the 
War Measures Act to pro- 
ceed immediately with its 
construction. 

It will improve the ser- 
vice given to _ industries 
along the company’s lines in 
the eastern and _ western 
sections of the Island; will 
open new industrial sites to 
development; make possible 
the residential development 
of a very large area in the 
north-eastern section of the 
Island; and _ will further 
consolidate the passenger 
services entering the city by 
giving passenger trains from 
Chicoutimi, Lake St. John, 
and other North Shore 
points direct access to the 
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. Sketch map showing the new Montreal approach line 
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steel, compared with the 6,000 tons needed 
to build the new line. The cost of 
construction of this new line, which is 
about 14 miles in length, is estimated at 
$2.870.000. 





Parliamentary Notes 


Railway Bills 

[he Speaker laid on the table in the 
House of Commons on June 13 a report 
from one of the Examiners of Petitions for 
Private Bills, that in the case of the follow- 
ing Bills originating in the Lords and 
referred to on the first reading thereof, the 
Standing Orders not previously inquired 
into, which are applicable thereto, have 


been complied with, namely: London 
Midland & Scottish Railway Bill, and 
London Midland & Scottish Railway 


Canals) Bill. 
Che Bills were ordered to be put down for 
second reading. 


Questions in Parliament 


Temple Meads Station, Bristol 

Mr. C. T. Culverwell (Bristol West—C.) 
on June 14 asked the Parliamentary Secre- 
tary to the Ministry of War Transport why, 
in view of the shortage of labour and ma- 
terial, the Great Western Railway was 
permitted to carry out extensive restoration 
of the facade of Temple Meads Station, 
Bristol. 

Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of Transport) stated in 

written answer I assume that Mr. 
Culverwell’s question refers to the repairs 
carried out on the clocktower of Temple 
Meads Station, which was damaged in an 
ir raid. I am advised that the masonry 
of the tower was in an unsafe condition, 


and that the work was necessary in the 

nterests of public safety. 

Transport of Explosives 
Flight-Lieutenant H. V. A. M. Raikes 


-C.) on June 13 asked 
the Minister of Fuel & Power whether, 
having regard to the recent disaster in 
Cambridgeshire, steps would be taken to 
amend the Order in Council relating to the 
conveyance of explosives (S.R. & O., 
No. 582, of 1944). 

Major G. Lloyd George (Minister of Fuel 
& Power) stated in a written answer: The 
Order in Council to which Flight-Lieutenant 
Raikes refers, covers the transport of 
explosives for mining and quarrying opera- 
tions only, and these were not, so far as I 
am aware, involved in the recent Cambridge- 
shire disaster. So far as the general question 
of transport of explosives is concerned, I 
will consult with the other Ministers con- 
cerned. 


Essex, South-East 


Railway Employees’ Pay Dockets 
Sir Reginald Clarry (Newport—C.) on 
June 7 asked the Parliamentary Secretary 
to the Ministry of War Transport whether 
he was aware that the railway companies 
did not give their employees detailed pay 
dockets with their weekly wages, thus 
causing considerable dissatisfaction as it 
was difficult to keep an accurate check 
on wages, having regard to deduction for 
superannuation schemes, Pay-as-you-Earn 
income tax, and so forth, and fluctuations 
due to varying rates and periods of over- 
time; and whether he was prepared to 
instruct railway companies to adopt this 
practice in accordance with the representa- 
tions made to them by the Newport branch 


of the National Union of Railwaymen. 


Mr. Noel-Baker: With relatively few 
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exceptions, railway staff who are paid by 
the week receive a pay check, which shows 
the amount of money due. These checks 


do not show the deductions which are 
made, but anyore who so desires can 
obtain full information about them from 


the Pay Clerk. Sir Reginald Clarry’s pro- 
posal would entail a heavy additional 
burden of work on the railway clerical staff. 


For that reason, I think I would not be 
justified in giving the instructions he 
suggests. 

Mr. Dobbie: Has the Parliamentary 


Secretary received any communication from 
the general secretary of the trade union 
referred to ? 

Mr. Noel-Baker : I believe that that is so, 
but after discussion we reluctantly decided 
it could not be done. 

Mr. Rhys Davies (Westhoughton—Lab.) : 
Will the Parliamentary Secretary be good 
enough to inquire whether the failure of an 
employer to give these details is not a viola- 
tion, in part, of the Truck Act ? 

Mr. Noel-Baker: I will inquire. 

Sir Reginald Clarry: Will the Parlia- 
mentary Secretary tell the House why rail- 
way companies should not conform to the 
practice usually adopted by large organisa- 
tions ¢ 

Mr. Noel-Baker: I am afraid that I 
cannot go into the history of this matter, 
but, however desirable the system may be, 
we could not at present go into it because of 
the difficulty of manpower alone. 


Non-Smoking Compartments 

Mr. G. Gledhill (Halifax—C.) on June 7 
asked the Parliamentary Secretary to the 
Ministry of War Transport, if he would 
instruct the Railway Executive Committee 
to have those compartments where smoking 
was prohibited more prominently labelled ; 
and the railway staffs to insist on this 
bylaw being rigidly observed, 

Mr. Noel-Baker: The labels now used in 
non-smoking compartments were adopted 
only after experiments had been made with 
various other types. I think they have 
proved reasonably effective, but I should be 
glad to consider any proposals which Mr. 
Gledhill may care to make. He will 
recognise that the railway staff is now 
working in difficult conditions; I hope he 
will agree that it does its best to ensure that 
passengers who travel in non-smoking com- 
partments do not smoke. 

Mr. Gledhill : Would the Parliamentary 
Secretary give due publicity to that answer 
to protect those passengers who, having a 
disability such as train sickness, cannot 
travel in a smoky atmosphere ? 

Mr. Noel-Baker: I will do my best and I 
hope Mr. Gledhill will do his best. 


Telephone Staffs 

Mr, T. E. N. Driberg (Maidon—Ind.) on 
June 7 asked the Parliamentary Secretary 
to the Ministry of War Transport if he had 
made arrangements for temporary increases 
of staff to deal with telephone enquiries at 
railway stations in the present situation. 

Mr. Noel-Baker: As I said previously in 
answer to a written question by Mr. E. 
Granville (Eye—Ind.), I regret that it is not 
practicable at present to provide additional 
staff or telephone facilities to deal with 
enquiries at railway stations. 


Trunk Roads 

Mr. Alfred Edwards (Middlesbrough East 
—Lab.) on June 7 asked the Parliamentary 
Secretary to the Ministry of War Transport if 
he was aware that any plans for trunk roads 
connecting the north-east coast which did 
not include the Tees district would create 
an unfair advantage to development areas 
north of the Tees; and if he would recon- 
sider his plans and include the Tees as a 
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whole as an integral part of the north-east 
coast. 

Mr. Noel-Baker stated in a written 
answer: The Minister of War Transport’s 
proposals for the extension of the trunk 
road system include additional trunk roads 
in the area of the Tees, and I hope that 
when these proposals are presented to 
Parliament Mr. Edwards will agree that 
they have met the point he has in mind. 


Permanent Way Institution 
Diamond Jubilee 


The Permanent Way Institution had its 


origin in 1884, and therefore reaches its 
Diamond Jubilee this year. Wartime 


restrictions have prevented the adequate 
celebration of the event, but various special 
arrangements have been made in connection 
with the annual summer general meeting, 
which is to be held on July 1. The meeting 
itself is to take place at the premises of the 
Institution of Civil Engineers, Great George 
Street, Westminster, S.W.1, when the Chair 
will be taken, at 2.30 p.m., by the President, 
Mr. V. A. M. Robertson, Chief Civil 
Engineer, Southern Railway. In addition 
to formal proceedings, certificates of life 
membership are to be conferred on 60 mem- 
bers, commemorating the Diamond Jubilee, 
and presentations are also to be made to the 
Hon. Secretary and the Hon. Treasurer. A 
lecture, illustrated with films, will be given 
by Mr. W. K. Wallace, Chief Civil Engineer, 
L.M.S.R., entitled ‘‘Some Engineering 
Methods employed by the L.M.S.R.”’ 

In connection with the Diamond Jubilee, 
it was considered appropriate that a special 
visit should be arranged, and Mr. A. S. 
Quartermaine, Chief Engineer, G.W.R., has 
agreed to a visit to the sleeper and creosot- 
ing depot at Hayes on Friday, June 30. By 
reason of restrictions on travel, this visit is 
limited to members of the Institution, who 
should assemble at the buffer stop end of 
No. 8 platform, Paddington Station, at 
2 p.m., for travel by the 2.20 p.m. train. 
Mr. Quartermaine has kindly arranged to 
provide tea for the party at Hayes. 

The main public commemoration of the 
Diamond Jubilee will take the form of a 
series of exhibitions of photographs, per- 
manent way tools, machines, relics, and so 
forth, to be held at various centres. These 
exhibitions will be open to the general 
public. The arrangements are as follow :— 














Rail- . Begin- | Dura- 
Station way | Site be tian 
| 
| i Days 
Paddington | G.W.R. | General Offices} June 30] 10 
Birmingham | G.W.R. | Old Refresh- | June 30} 10 
(Snow Hill) | | ment Room 
Charing | L.P.T.B. | Exhibition July 3 14 
Cross Un. | | Hall 
derground | } 
Euston _ ...| L.M.S.R.| General Meet- | July 14 10 
| ing Room 
Nostingham | L.M.S.R.| Booking Hall.../ July 14 
Bristol (Tem-| G.W.R. | Platform No.9 | July 14 9 
ple Meads) | 
Taunton ...| G.W.R. | Home Guard | July 26 | 12 
Hut (The 
} Bungalow) | 
Southport | L.M.S.R.| Temperance | July28{ 5 
(Chapel Hall, London 
Street) | Road | j 
Salisbury ...| S.R. | Platform No. 4| Aug. II | 7 
. . ' 





It is also proposed to hold exhibitions at 
Glasgow, York, and Shrewsbury, but the 
dates are not yet fixed. 

Probably the most enduring mark to 
celebrate the Diamond Jubilee will be the 
production of a Diamond Jubilee Souvenir, 
containing articles by chief civil engineers of 
British railways and other permanent way 
authorities, on modern practice, both at 
home and abroad. 






























































































Notes and News 


Transport of Carrots Direction.—The 
Minister of War Transport on June 3, 1944, 
issued the Transport of Carrots Direction, 


1944, effective from June 14. 
Assistant Mechanical Engineers 
Required.— The Tanganyika Government 


Railways require the services of Assistant 
Mechanical Engineers. Details are given 
in our Official Notices on page 655 
Bengal-Nagpur Railway Co. Ltd.— 
An interim dividend from surplus profits at 
the rate of } per cent. on the ordinary stock 
in respect of the year to March 31, 1944, will 
be payable on July 1, making, together with 


guaranteed interest of 1} per cent., a dis- 
tribution of 2 per cent., less tax. 
Public Transport Association.—The 


second annual general meeting of the Public 
[ransport Association will be held in the 
Conference Room, 8th Floor, Brettenham 
House, Lancaster Place, Strand, W.C.2, on 
Friday, July 14, at noon, to receive the 
income and expenditure account and 
balance sheet, and the report of the pro- 
ceedings of the association, for the period 
from June 22 to December 31, 1943. The 
birthday luncheon announced forthat day 
has been cancelled 


Siemens Bros. & Co. Ltd.—After 
writing off all expenses of working and 
management, inchiding special wartime 
expenses, and after providing for taxation, 
the profit for the year 1943 was £314,452 
(£252,140). The dividend on the cumula- 


tive preference stock for the year (gross) 


absorbs £55,000, leaving £259,452. The 
dividend of 74 per cent. on the ordinary 
stock, less tax for the year (gross) takes 


£183, 750, leaving £75,702. Adding £413,010 
brought in makes £488, 712 to carry forward. 


Associated Bus Companies Limited. 

At an extraordinary general meeting of 
the members of this company, held at Vale 
Place, Hanley, Stoke-on-Trent, on June 5, 
it was resolved that the company be wound 
up voluntarily, and that Mr. Matthew 
Henry Marsh of 17, Albion Street, Hanley, 
be appointed liquidator. All creditors have 
been or will be paid in full. As explained 
in The Railway Gazette of June 9 last, at 
p. 604, the undertaking has been acquired 
by the Potteries Motor Traction Co. Ltd. 


Skefko Ball Bearing Co. Ltd.—This 
company is the British unit of the organisa- 
tion controlled by the Swedish Ball Bearing 
Company. Trading balance for the year 
1943, after charging depreciation and mak- 
ing provision for taxation, was £180,282. 
Deducting £2,200 for directors’ fees leaves 


a net profit of £178,382 (£176,195), and 
£137,047 was brought in. Transfers are 
made of £20,000 to general reserve and of 
£10,000 to pension schemes account. The 
final dividend is 10% per cent. tax free, 
making 17}$ per cent. tax free (104d. tax 


free on each stock unit) for the year (same), 
and the amount carried forward is £145,129. 


Railway Construction in Ecuador.— 
According to U.S.A. reports, the Sibambe- 
Cuenca Railway, owned by the Government 
of Ecuador, has now been extended from 
Tampo to Azogues (5 miles beyond Bibian), 
a distance of 28 miles. Azogues is con- 
nected with Cuenca by a paved section of 
the Pan-American Highway. The Sibambe- 
Cuenca Railway leaves the Alausi River 
Gorge at Sibambe (where it effects a junc- 
tion with the Guayaquil & Quito Railway) 
at an elevation of 5,925 ft. The route winds 
over mountain ranges to attain a maximum 
altitude of 10,646 ft., a net climb of 4,721 ft. 
There are long and steep gradients ranging 
from 1 in 25 to 1 in 33; the maximum 
gradient is 1 in 18. This 3 ft. 6 in.-gauge 
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railway was indicated on the map accom- 
panying our article on the railways of 
Ecuador, published in our issue of Novem- 
ber 19 last, page 505. 


Requisitioning of New Private 
Wagons.—tThe Minister of War Transport 
on June 5, 1944, gave the following Direc- 
tion:—The Requisitioning of New Pri- 
vately-Owned Wagons Notice, 1944. 


Canadian Pacific Railway Company. 

At a meeting of the Board of Directors 
held on June 12 a dividend of 2 per cent. 
on the preference stock in respect of the 
year 1944 was declared payable on August 1, 
1944, to stockholders of record at 3 p.m. 
on June 30, 1944. 


Beyer, Peacock & Co. Ltd.—The 
directors have decided to pay another year’s 
interest arrears on the 5} per cent. cumula- 
tive preference shares. This brings pay- 
ments on these shares up to June 30, 1939. 
The previous payment was for the year to 
June 30, 1938, made last January. Twelve 
months’ arrears were also paid in July, 1943. 


Piccadilly Circus Station.—An addi- 
tional booking office has been installed at 
Piccadilly Circus tube station, London 
Transport, to relieve pressure during the 
exceptionally heavy traffic periods. To 
give better control of passenger movement, 


the temporary chain barriers are being 
replaced by tubular-metal barriers. 
Associated Equipment Patent.—The 


Associated Equipment Co. Ltd. is applying 
for the restoration of a patent entitled 
‘Improvements in or relating to the com- 
bination and arrangements of parts in 
fluid-pressure-operated and vacuum-oper- 
ated systems on vehicles.’’ The patent 
ceased on February 10, 1942. The latest 
date for entering opposition to this applica- 
tion is August 1 next. 


Ribble Motor Services Limited.—For 


the year ended March 31, 1944, this com- 
pany, which is controlled jointly by the 
L.M.S.R. and B.E.T. Omnibus Services 


Limited, se¢ured a _ total revenue of 
£1,951,546 (£2,062,526). After deducting 
all expenses including £189,000 (£175,000) 
for reserve for depreciation and renewals 
and £368,456 (£495,000) provision for taxa- 
tion, there remains a balance of £133,672 
(£135,895) which, added to £78,022 brought 
forward, makes a total of {211,694 
(£211,022). The preference dividends 
absorb £13,000, and the dividend of 10 per 
cent. for the year on the ordinary shares 
again takes £120,000, leaving £78,694 to be 
carried forward. 

Railway Developments in Paraguay. 

~The increased use of the facilities of the 
standard-gauge Paraguay Central Railway, 
brought about by lack of petrol for motor 
vehicles, continued during the latter half 
of 1943. Improvements were shown in 
both passenger and goods traffic ; however, 
the report for the financial year ended June 
30, 1943, showed a deficit for the period. 
This report indicated the improvement in 
gross receipts to 216,383,648 paper pesos 
from 189,565,951 for the preceding annual 
period. Operating expenses increased to 
£179,383,463 pesos from 151,608,989. There 
was a substantial increase in the mileage 
covered by all-goods trains during the last 
six months of 1943, and mileage covered by 


mixed trains (combined passenger and 
freight) was slightly below that of the 


corresponding period of 1942. The volume 
of goods carried totalled 115,535,010 kg., 
compared with 86,332,740 kg. for the earlier 
period. Passenger traffic was up 513 per 
cent. over the comparable period of 1942. 
For the whole year 1943 there was an 
increase of 13-5 per cent. in the total of 
goods train kilometres run and of 18-4 per 
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creased from 160,167 metric tons 


1942 to 


improvement of 22-8 per cent. 
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cent. in the number of passengers Carried. 
of freight transported 
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196,662 metric tons for 1943, 
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Wilts & Dorset Motor Services 
Limited.—A subsidiary of the Southern 
Railway Company and of Tilling Motor 
Services Limited (jointly) this company 
earned in the year 1943 a profit of £14,294 
(£12,519), and £14,513 was brought in, 
making a total available of £28,807 
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London and North Eastern Railway 
Company 


N' FICE is hereby given that the Directors have fixed 
4 July Ist at the close of business as the date for 
stri ing the Balances of the Company’s Guaranteed, 
Preference and Ordinary Stocks. Interim Dividends 
declared for the half-year ending 30th June, 1944, will 
ye payable only to the Stockholders whose names are 
registered in the books of the Company on the date so 
nx | 
Deeds of Transfer should, therefore, be lodged with 
the Registrar of the Company at Hamilton Buildings, 
Liverpool Street Station, London, E.C.2, before 1 p.m. 
ym Ist July. 
By Order, 
W. H. JOHNSON, 
Secretary. 

Marylebone Station, 

London, N.W.1. 

ist June, 1944. 
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OFFICIAL NOTICES 


Canadian National Railway Company 
WELLINGTON GREY & BRUCE RAILWAY 
COMPANY 7 PER CENT. BONDS. 
NOTIC E IS HEREBY GIVEN that the estimated 
i earnings of the Wellington Grey & Bruce Rail- 
way Company for the half-year ending 30th June, 1944, 
applicable to meet outstanding interest on the above 
Bonds redeemed up to and including Ist January, 
1942, will admit of the payment of £6 18s, 9d. per £100 
Bond, and that this payment will be applied as follows, 

viz. : 
18s. 6d., balance due for Coupon No, 129 due Ist 
January, 1935, 
£3 10s., full payment of Coupon No. 130 due Ist 
July, 1935, 
£2 10s. 3d., on account of Coupon No, 
January, 1936, 
and will be made on and after Ist July, 1944, at the 
offices of the Canadian National Railway Company, 
Orient House, 42-45, New Broad Street, London, 
E.C.2, England. 
The coupons 
examination, 


131 due Ist 


must be left three clear days for 
A. H. CONEYBEARE, 
European Secretary and Treasurer. 
London, 15th June, 1944. 





SSISTANT MECHANICAL ENGINEERS required 
for the Tanganyika Government Railways for 
one tour of 24 to 36 months with possible permanency. 
Salary scale £480 rising to 720 a year. A higher com- 
mencing salary may be offered to well qualified candi- 
dates. Cost of living allowance for married men. 
Free quarters and passages. Candidates should be 
Associate Members of the Institution of Mechanical 
Engineers or hold an engineering degree or equivalent 
qualification and have served a pupilage or full appren- 
ticeship with a British Railway passing through all 
sections of the Locomotive repair and Building works 
including experience in the Drawing Office and Running 
Sheds and have had at least two years subsequent 
experience, 

Applicants should write quoting C.2170A to the 
Ministry of Labour and National Service, Room 432, 
Alexandra House, Kingsway, London, W.C.2, for the 
necessary forms which should be returned completed 
on or before 5th July, 1944. 








(26,512). Final dividend on the ordinary 
shares is 5 per cent., tax free, making 10 per 


ent., tax free (same), for the year, and 
£16,807 is carried forward. 
Flood Interruptions in Chile.—The 


railway services between Arica (Chile) and 
La Paz (Bolivia) were interrupted in March 
is a result of torrential rains, but it is 
inderstood that operations were able to be 
esumed early in April. 

Underground Railway for Santiago. 

Reuters reports that the President of the 
Chilean Republic has signed a Decree 
ipproving the plans for the construction of 
in underground railway in Santiago, to 
onnect the northern and southern districts 
f the city. The Decree authorises the 
Ministry of Public Works to begin negotia- 
tions for the construction of the line; but 
the Government has not decided whether it 
s to be constructed and operated by private 
irms, or whether construction is to be 
financed by the Treasury and operation 
eft to private enterprise. 

Eastern Counties Omnibus Co. Ltd. 

[his company is a subsidiary of the 
L.N.E.R. and L.M.S.R. companies and of 
filling Motor Services Limited. Revenue 
for the year to March 31, 1944, amounted 
to £619,819 (£679,576). Deductions from 
evenue for petrol and oil duty and licences 
vere {£78,108 (£94,600), for depreciation 
eserve £41,023 (£53,539), and for income 
tax and E.P.T. £408,579 (£378,020). Other 
harges reduced the net profit to £75,905 
£69,115), and the balance brought forward 
vas £51,664, making £127,569 (£119,070). 
Dividend on the ordinary shares for the 
year is again 6 per cent., tax free, and 
£15,000 (£12,146) is transferred to general 
reserve, leaving £57,209 to be carried 
forward. 

Dunlop Rubber Co. Ltd.—Sir J. George 
Beharrell, the chairman, in the course of his 
statement circulated with the report and 
iccounts, said that exports continued to be 
restricted to the territories allocated to 
Great Britain by the market quotas insti- 
tuted in 1942 and to the volume allowed by 
the rubber supplies position. Neverthe- 
less, the year saw a substantial increase in 
profit. The company’s manufacturing units 
n India and South Africa continued in full 
production. Turnover increased and profits 
vere highly satisfactory, and the American 
ompany enjoyed substantially increased 
sales and continued to make profits. It 
was not the case that the rubber crisis had 
passed, notwithstanding the increasing 
quantities of synthetic rubber now reaching 
this country. The greatest economy of 





usage was still essential. In all depart- 
ments the problems of the post-war recon- 
struction period, both at home and overseas, 
were the subject of careful study by the 
board and the management, but only so far 
as war-time conditions allowed. 


Eire Transport Bill.—Mr. Sean Lemass, 
Minister for Industry & Commerce, moved 
the first stage of the Transport (No. 2) Bill, 
1944, in the Dail on June 12. In reply to 
questions, he stated that the Bill contained 
no changes except the alterations in the 
dates mentioned in the first Bill, which 
were consequent on the delay. Leave was 
given to introduce the Bill, and the date 
for the second stage was fixed. 

Frauenfeld-Wil Railway.—The work- 
ing receipts for 1943 of this Swiss privately- 
owned line were fr. 409,553, compared with 
fr. 376,889 for 1942. The number of 
passengers conveyed was 496,313 (456,235), 
and goods traffic amounted to 20,724 metric 
tons (19,988 metric tons). Passenger 
receipts rose by fr. 26,772 to fr. 276,500, and 
goods, livestock and luggage receipts by 
fr. 5,020 to fr. 130,000. The company, 
which has headquarters at Frauenfeld, owns 
and works the 1l-mile metre-gauge 
trified railway between Frauenfeld (on the 
Winterthur-Romanshorn main line) and 
Wil (on the Winterthur-St. Gall main line). 


Railway Developments in Peru.—The 
upward trend of both passenger and goods 
movement on practically all railway lines 
in Peru is reported to have continued in 
1943, but figures are not yet available 
Private railways in 1942 carried 66,900,000 
passengers and 3,200,000 metric tons, and 
total returns showed an increase of 24 per 
cent. in passenger movement, 4 per cent. in 
tonnage, and 17 per cent. in revenues, com- 
pared with 1941 figures. During 1943, a 
total of 29 miles of line was built on the 
Tablones-Huallanca Railway, which: suf- 
fered heavy damage from the Huaraz floods, 
and a tunnel was built to replace two old 
bridges. 

Swiss Wagon Building.—The wagon- 
building department of the Schlieren Works 
was kept busy throughout 1943 on orders 
from both the Swiss Federal Railways and 
privately-owned lines. Due to the scarcity 
of materials, a certain proportion of the 
orders was for reconditioning or reconstruct- 
ing over-age vehicles only. Among the 
more important batches of rolling stock 
delivered to the Federal Railways during 
the year were nine light steel eight-wheel 
second class carriages ; six light steel eight- 
wheel third class carriages, and 45 open 
wagons for the conveyance of sand, ballast 


elec- 





and so on. More than 100 Federal Rail- 
ways coaches and wagons were rebuilt 
The Bern-Létschberg-Simplon, Fribour- 


geois, Biere-Apples-Morges, Schéllenen and 
South Eastern Railways, and a number of 
industrial works (in respect of their pri- 
vately-owned wagons) placed orders during 
1943. 


The Pan-American Highway Con- 
gress.—The Organising Committee has 
completed the regulations and agenda for 
the fifth Pan-American Highway Congress, 
which is to be held in the latter part of July 
at Lima, Peru. 


Southdown Motor Services Limited. 
A gross revenue of £1,537,217 (£1,471,157) 
for the year to March 31, 1944, was secured 
by this company, which is controlled jointly 
by the Southern Railway Company and 


B.E.T. Omnibus Services Limited. After 
deducting all items chargeable against 
revenue, including operating and main- 


tenance expenses £685,405 (£666,182), fuel 
tax, Road Acts duties and rates £104,766 
(£107,222), depreciation and renewals re- 


serve £103,592 (£104,019), £530,000 
(£496,037) provision for taxation, and 


transfer of £10,000 (nil) to general reserve, 
there remains a profit on working of 
£83,869 (£78,582), to which is added £29,764 
brought in, making £113,633 (£104,764). 
The dividend for the year is 10 per cent. less 
tax (same), and £38,633 is carried forward. 


Contracts and Tenders 


An engineering company of New West- 
minster, British Columbia, is to undertake 
the manufacture of diesel engines, according 
to a Canadian trade journal. The first 
engines are to be 6-cylinder 200-h.p. marine 
diesels of the Atlas Imperial design. 

Below is given a list of orders placed 
recently by the Egyptian State Railways :— 

Walter MacFarlane & Co. Ltd.: 
syphon, etc. 

Staveley Coal & Iron Co., Ltd.: Collars. 

Enfield Rolling Mills Limited: Brass sheets. 

Stewarts and Lloyds Limited: Tubes. 

B. Winstone & Sons Ltd.: Letter-press 
printing inks. 

Power Flexible Tubing Co. Ltd.: Tubing. 


Traps, 








Forthcoming Meetings 


June 28 (Wed.).—Institution of Railway 
Signal Engineers, at the Institution 
of Electrical Engineers, Savoy Place, 
London, W.C.2, 6 p.m. ‘‘ Coded 
Track Circuits’’ by Messrs. J. P. 
Coley and R. M. Macgregor. 



















































































South & Central America 


Indiat Canada 


Various 


Stock markets have lost much of their 
buoyancy with a falling off in the volume 
of business, although the general under 
tone was quite firm, particularly in 
British Funds and other front-rank invest- 


ment stocks. Recently-prominent indus- 
trial shares reflected the smaller volume cf 
business, and have lost a small part of 
their strong advance, but confidence and 
encouraging views of the long-term out 
look were indicated by the small amount 
of selling in evidence. 

Home rails showed only small move- 
ments; sentiment has been affected to 
some extent by the Labour Party’s de- 
mand for nationalisation, but mainly by 
the easier tendency of markets generally. 
Nevertheless, if the railways are treated 


fairly in regard to post-war problems, and 
industry is well employed, it should be 
possible for dividends on the junior stocks 
to be at least maintained at the rates now 
forthcoming under the control agreement. 
Inactivity in the home railway market 
has resulted in rather low prices for vari- 


ous preference issues, including L.M.S.R. 
senior preference and also L.N.E.R. first 
preference, which must be considered as 
moderately valued in relation to their 
investment merits. Debentures and other 
prior charges tended to reflect the firm 
ness in gilt-edged stocks, but demand has 


been only on a moderate scale. 

Argentine rails were inclined to be an 
improved market, mainly because it is 
hoped the position and outlook will be 
clarified by the expected report of the mis- 
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Railway Stock Market 


of directors who visited the Argen- 
tine. Ordinary and preference stocks 
were better on balance, but main atten- 
tion appeared to be given to debentures, 


sion 


particularly those of the Central Argen- 
tine. » 
Past experience has shown that the 


fortunes and market value of Argentine 
railway stocks can undergo a rapid change 
in a short period. Unless, however, the 
railways receive fair treatment in the 
matter of exchange and rates, etc., it is 
doubtful if they will benefit materially 
from the large increase in Argentine ex- 
port trade expected after the war, and if 
any general resumption of dividends on 
the ordinary stocks will be possible unless 


there is a change in the policy of the 
Argentine authorities. In the circum 


stances the report of the mission of direc- 
tors is naturally awaited with considerable 


interest. Sentiment as to Argentine rail- 
way stocks tended to benefit from Mr. 
Eden’s assurance 1n reply to a question 
in the House of Commons that he fully 
realises the importance of foreign invest- 
ments to Great Britain’s financial posi- 
tion after the war. 

Elsewhere, French railway _ sterling 
bonds have shown a further reaction fol- 
lowing their recent sharp advance. San 
Paulo ordinary stock was marked down 


chairman’s statement 





four points on the 


and 


the 


decision 


to 


make a 


withdrawal 


from reserve in order to pay a dividend of 


2 per cent., 
free), 


tax 


less tax (against 2 per cent. 
although this was regarded as 
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indicating confidence in the outlook: 
negotiations are proceeding for a further 
increase in rates owing to the continued 


rise in expenses experienced by the rail 
way. 

Compared with a week ago, Great 
Western ordinary at 614 was unchanged 
on balance, and the 5 per cent. prefer- 
ence kept at 119}, and the 4 per cent. 
debentures at 1154. L.M.S.R. ordinary 


at 32} was slightly higher on the week 


although best prices were not held; the 
senior preference eased from 79} to 79} 
and the 1923 preference from 62 to 
61}. 


4 

L.N.E.R. deferred at 4j and the preferred 
at. 93 were unchanged on balance; but the 
second preference eased from 34} to 31} 
-_~ the first preference from 62 to 61} 

..N.E.R. first guaranteed kept at 100} 
a the second guaranteed at 92. Southern 
deferred lost part of an earlier gain, but 
was 253, compared with 253 a week ago 
and the preferred at 79 was unchanged on 
balance. Southern 5 per cent. preference 
kept at 118}. London Transport ‘‘C’’ 
remained at 713. 

Among Argentine issues. B.A.Gt 
Southern improved from 11} to 12, B.A 
Western from 10? to 10%, and a number 
of preference stocks and debentures wer 
better. Central Argentine 4 per cenit. 
debentures improved from 52 to 54}, and 
the 5 per cent. debentures from 58 to 59. 
San Paulo ordinary was marked down 
from 54 to 50. Canadian Pacifics at 16 
were unchanged on balance. 








Traflic Table 


and Stock Prices of Overseas and Foreign Railways 




















ieatihin: Sas saiaali = Aggregate traffics to date Prices 
vu 
j Miles | Week > Totals Shores | oo (ee be 
Railways open ending Total Inc.ordec. %§ Increase or oa 2? of at = ge 
this year | compared, 1943/4 1942/3 coerenee Ce 
Y with 1942/3 | 2 | rz a ~ lz 
£ é £ é 
Antofagasta (Chile) & Bolivia) 834 11.6.44 23,960 + 1,600 24 666,520 646,280 + 20, 240 Ord. Stk. 153 10 10 Nil 
Argentine North Eastern ... 753 10.6.44 17,178 + 1,098 50 731,130 623,148 + 107,982 a 7% 44 Ni 
Bolivar ; in ia 174 May, 1944 5,459 | — 206 2! 26,518 27,546 — 1,028 6p.c.Deb. 224!) 18 174) Nil 
Brazil . _ vat —_ — — ~— =_ Bonds 234 19 15+) Nil 
Buenos ‘Ayres & Pacific .., 2,807 10. 6. 44 99,600 + 13,500 50 5,387,160 4,964.880 + 422,280 Ord. Stk. 84 54 54 Nil 
Buenos Ayres Great Southern 5,080 10.6.44 154,200 + 15,960 50 8,740,320 8,005,500 + 734,820 Ord. Stk. I7% 9+ 11+) Nil 
Buenos Ayres Western 1,930 10.6.44 58,020 + 7,680 50 2,815,980 2,694,300 + 121,680 a 16 % 10¢ | Nil 
Central | Argentine 3,700 10.6.44 151,140 + 34,350 50 7,606,464 6,538,866 + 1,067,598 ss 108 st 8 Nil 
| = — _ -- -- — — — Dfd. 4 +/ Nil 
Cent. ouguey ofM. Video| 972 10.6.44 31,134 — L716 5 1,691,092 1,496,088 + 195,004 Ord. Stk. 7%; 4$| 43. Nil 
Costa Rica... . 262 Apr., 1944 25,389 | + 7,380 42 225,154 150,966 + 74,188 Stk. 16 124 15 Nil 
Dorada 70 May, 1944 25,744 + 3,805 21 123,083 98,259 + 24.824 I Mt. Db. 96 92 96 6} 
Entre Rios... 808 10.6.44 21,438 + 204 50 974,688 887,730 + 86,958 Ord. Stk. 54 43—SCONNl 
Great Western ‘of Brazil 1,030 10.6.44 17,800 4,600 24 510,000 367,400 + 142,600 Ord.Sh. 59/9 | 24/44; 31/3 | Ni 
International of Cl. Amer. ... 794 Apr., 1944 $651,727 + $8,267 16) $2,985,369 $2,665,8'2 + $319,557 =—_ = an sae aad 
Interoceanic of Mexico -: _ —_ — — o : _ Ist Pret. 23 Fi + | Nil 
La Guaira & Caracas... i 223 May, 1944 8,707 | — 813 21 38,153 45,395 7,242 Sp.c.Deb., 90 80 80 Nil 
Leopoldina on -» «1,918 10.6.44 42,066 + 9,286 24 1,059,113 756,569 + 302,544 Ord. Stk. 73 4 4% SON 
Mexican 483 7.6.44 ps. 390,400 ps.48,200 23 |ps. 9,690,400, ps. 8,334,700 + ps. 1,355,700 Ord. Stk. 13 ¢ Nil 
Midland Uruguay 319 Apr., 1944 15,425 — 1,909 42 171,193 152,948 + 18,245 — — _ — oe 
Nitrate 382 15.6.44 5,581 | + 980 24 87,451 66.640 +- 20,811 Ord.Sh. 83/9 | 71/3 | 69 Nil 
Paraguay Central 274 9.6.44 $55,887 + $12,467 24 $2,580,239 $2,070,710 + $509,529 Pr. Li.Sek.| 75 Sit | 734 7 
Peruvian Corporation 1,059 May, 1944 123,501 + 30,562 48 1,209,296 940,331 + 268,965 Pref. 17% 103 105 | Nil 
Salvador one 100 Mar., 1944 c 174,000 | + 34,000 38 1,158,000 ¢912,000 + ¢ 246,000 — — om a ~~ 
San Paulo 1534 - — ~ -- = -- — Ord. Stk. | 71 57 | 494) 4 
Taltal ... 160 May, 1944 5,140 + 2,750 48 59,800 46,206 + 13,594 Ord. Sh. 37/6 20/-| 17/6 | Nil 
United of Havana 1,301 10.6.44 45,255 7,982 50 2,847,549 2,569,454 + 278,095 Ord. Stk., 84 34 | Nil 
Uruguay Northern ... 73 Apr., 1944 1,464 42 14,730 14,105 + 625 — — — _ — 
Canadian Pacific . 17,034 14.6.44 1,158,800 61,200 24 27,898,000 24,471,800 + 3,426,200 | Ord. Stk. 18 13% 16 34 
Barsi Light 202 Mar., 1944 25,425 | + 2,332 | 52 263,025 220,695 + 42,330 _ — -_ _ _ 
J Bengal- Nagpur 3,267 Mar., 1944 1,036,350 — 125,175 II 12,526,575 11,211,375 + 1,315,200 | Ord. Stk. | 1044 | 1014) 1084 | 3 
} Madras & souiore 6 Mahratta| 2,939 Mar., 1944 358,125 — 7,925 52 10,447,866 8,913,942 + 1,533,924 _ on _ 
\ South Indian ... 2,349 20.12.43 199,410 + 24,449 37 5,321,558 4,562,445 + 750,113 — -- -- a= — 
! 
Egyptian Delta 607 30.4.44 18,314 + 4,968) 4 57,443 41,762 + 15,681 | Prf. Sh Sr Nil 
Manila eee — - = = _ _ —_ _ B. Deb. 32 41 Ni! 
Midland of Ww. Australia .... 277 | Apr., 1944 20,621 — 13.805 | 43 291,154 320,996 — 29,842 Inc. Deb 101 93 994§ 6 
Nigerian ‘i ‘ «| 1,900 26.2.44 77,452 + 4,782 34 3,792,517 3,262,161 + 530,356 - — _ _— - 
South Atrice ... wu ---| 13,291 5.2.44 906,790 + 63,914 46) 37,522,295 34,935,498 2, 586, 797 _— _ — —_ _ 
Victoria ~_ nee «| 4,774  Dec., 1943 1,414,598 |— 101,765 | — —_ — _ _ -—-|— _ 
Note. Yields are based on the approximate Current price and are within a fraction of +s. Argentine traffics are given in sterling calculated @ 16% pesos to the € 


t Receipts are calculated @ Is. 6d. to the rupee 
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